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TYNE PLYWOOD WORKS 


LIMITED 


WILLINGTON QUAY 
WALLSEND, 
NORTHUMBERLAND 





MANUFACTURERS OF PLYWOOD 


of all Descriptions 
‘ 


Telegraphic Address Telephones: 


““OKOUME WALLSEND “” Wallsend 64044/6 

















GARSTON DOCKS 


THE WELL-KNOWN TIMBER 
PORT OF THE WEST COAST 





All berths rail connected —100 acres of 
open storage ground — ample covered 
accommodation for ‘fine’? woods 





For information apply to :— 
J. Turner, Dock Superintendent, The Railway Executive, 
London Midland Region, Garston Docks, Lancs. 
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WESTERN CANADA 
STEAMSHIP COMPANY LIMITED 


Vancouver. British Columbia, is the home port 
of the largest Canadian-owned deep sea shipping 
company in Western Canada. 

The Western Canada Steamship Company. 
Limited. was incorporated after the late war 
when several 10.000-ton vessels of *Victory’ and 
‘Canadian’ type from the 


were — purchased 


Canadian Government. The present fleet con- 
sists of 12 vessels totalling 127.430 tons D.W. 
While the principal services of the Company 


are Pacific Coast U.K. and Europe. Pacific 


Coast Orient and Pacifie Coast/South Africa, the 
Company's flag has been carried around the 
globe. cargoes for no less than 24 countries 
having been lifted. 

All cargo business of the Company is con- 
ducted through their four general agents in 
Vancouver, namely the Anglo-Canadian Shipping 
Co. Ltd. and the Canada Shipping Co. Ltd., also 
the Empire Shipping Co. Ltd. and the North 
Pacific Shipping Co. Ltd. London agents of this 


Company are Tatham. Bromage and Co. Ltd. 
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JAMES GORDON & CO. LTD. i 
\ 


Announce for Marine use 


their well-known 


AUTOMATIC REGULATORS 
FOR CONTROL OF 


Superheated steam temperature 
Water tube & shell boilers 
Pressure reducing-valves 
Feedwater level 


Air-fuel ratio 


Desuperheaters 


IGEMA 


DISTANCE WATER LEVEL 
INDICATORS 


MONO 


COMBUSTION RECORDERS 


GORDON 


SOOTBLOWERS 


* 


_ JAMES GORDON & CO, LTD. 


DALSTON GARDENS 


STANMORE - MIDDLESEX. 
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‘r, REPAIRS on the BRISTOL CHANNEL 


- MOUNTSTUART 





DRY DOCKS 


LIMITED. 


Mountstuart Dry Docks 


CARDIFF - feusess 207.35 .. 
NEWPORT ~ §25527.25,22%%, 
me. -2ece - 
AVONMOUTH “si.2%°" «Or 


SPECIALLY EQUIPPED FOR 
DIESEL ENGINE REPAIRS 


REPAIRING BERTHS & JETTIES 


Head Office : Cardiff. 


Telegrams : ‘*Mountstuart.”’ Phone; 5103 











ESTABLISHED 1825 


BLUNDELL & CROMPTON 


LIMITED 


ENGINEERS : SHIP REPAIRERS 
COPPERSMITHS : FOUNDERS Etc. 


hone 


Te'ephe Telegrams 
East 3838 (3 lines) & 1408 Blundell, ‘Phone, London 


Specialists in 
URGENT HULL AND ENGINE REPAIRS 


Sole Manufacturers 
BLUNDELL ‘ ATMOS’ VALVES 
CROMPTON ASH HOISTS 





WEST INDIA DOCK ROAD, LONDON, E.14 














Branch Works : TILBURY DOCKS ESSEX. Telephone : Tilbury 33 
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COSSOR ANNOUNCE A 


N IMPVRTANT 


The Shipping World 


DEVELOPMENT IN 


MARINE RADAR 


The new C.M.R. (MARK 9 


ADVANCED 

IN DESIGN 
AND 
PERFORMANCE 


The streamlined Display 
Console; the cover slides 


sight when the 


Here is a thoroughly sea-worthy set, 


built to provide accurate radar 
information under all climatic con- 
ditions, and to meet the operational 
requirements of 


every class. of 


merchant vessel. It embodies im- 
provements that are the outcome 
of Cossor’s unrivalled experience in 
the design and installation of marine 
radar. The re-styled units illustrated 
are robustly constructed and are 
fine examples of carefully considered 
functional design. But not only has 
the external appearance of this new 


equipment been enhanced. 


Enquirte be addressed to: 


COSSOR 


B 


' 
' 
! 





Advances in technique and layout 
have resulted in markedly improved 
performance at all ranges 
operational efficiency and all-round 
reliability; and in a considerable 
simplification of maintenance 
routine. To the ship’s master, 
full confidence in his 

radar equipment and 
in his ability to oper- 
with 


ate it ease and 


precision is essential. 
To this end the 
C.M.R. Mark 2 has 


been designed. 


RADAR LTD., COSSOR 


; in greater 


HOUSE, HIGHBURY GROVE, LONDON, N.5 





The Main Rack —re-designed 
for greatly simplified servicing. 


OSSOY 


arine 


Radar 


(CRESS) 
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\ Li ines : 


r | ‘HE owners listed below are among the earliest users of marine radar. Since the first 


merchant ship jnstallation (a Metrovick set), each of these complete companies 
has placed repeat orders for Seascan radar—a necessary navigational aid—now fitted 


to more than 200 ships. 














Cunard White Star Ltd. — Line Ltd. 

Royal Mail Lines Ltd. Bibby Line Ltd. 

Clan Line Steamers Ltd. Ellerman’s Wilson Line Ltd. 
Elder Dempster Lines Ltd. Manchester Liners Ltd. 





Hire and maintenance Services, tf required, by 


. SIEMENS BROTHERS & COMPANY LTD. y) 


METROPOLITAN-VICKERS ELECTRICAL CO. LTD. 
TRAFFORD PARK, MANCHESTER 17 
Member of the A.EI. group of companies 
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Gastight SUEZ CANAL 
Searchlight Projector 


We have recently developed a Gastight Searchlight Projector which has been 
officially approved by the Suez Canal authorities for the use of Tankers 
when navigating the Suez Canal. An important feature of the searchlight 
is the fitting of a * Brytal* Aluminium split reflector, which is virtually 
unbreakable, developed during the last war to withstand the arduous 
conditions of Naval Service. It has an optical performance comparable to 
silvered glass and offers complete resistance to shock and marine corrosion. 
A spill shield inside the Projector reduces stray light or halo to the absolute 


minimum. 


We have 64 years’ experience in manufacturing Searchlight 
Projectors to the requirements of the Suez Canal Company. 


We shall be pleased to receive your enquiries and to supply any further details 


you may require 





CLARKE, CHAPMAN & COMPANY LIMITED . VICTORIA WORKS ° GATESHEAD-ON-TYNE, 8 
Telephone: Gateshead 72271 (10 lines) - Telegrams: ‘‘Cyclops,’’ Gateshead 


LONDON OFFICE: 112113 Fenchurch Street, London, E.C.3 * Telephone: Royal 27378 - Telegrams: “Cyclops,’’ Fen, London 
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Ruggedly constructed and 
well balanced, the ‘G' type Kango 
Electric Hammer is suitable for many 
types of ship scaling whilst at sea anc 
in port. The hammer uses the ship's 
lighting circuit and consumes only 315 
watts. Very little effort is required to 


operate the hammer, which is supplied 





with a kit of tools specially designed 


for scaling work. 


A fully illustrated catalogue will be forwarded on request 


@ The special 
Ship Scaling Kit of Tools 
consists of: |’- I; - 2° Scaling Chisels, 
Bull Nose Scaling Chisel 
and Ribbed Scaling Head 
and Holder. 
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AN 


TOMORROW every person in this country over twenty 
one years of age has the right, and responsibility, to 
record, in secret, his choice of a parliamentary repre 
sentative, and the party which secures most M.Ps 
will form a Government which can hold office for as 
long as five years. It is not strictly correct to state 
that every person can vote, for peers and certified 
lunatics are disfranchised, though tens of thousands 
of uncertified lunatics, unhappily for the nation, can 
vote. What is the situation ? We are at war in 
Korea and in Malaya against motley hoards of Com 
munists; and are suffering day by day heavy 
casualties; we are engaged in a ** cold war ** every- 
where throughout the world against Communist agents ; 
and we are in increasing economic peril in Persia, 
Egypt and indeed throughout the world. 


Nevertheless the predominant issue in the con 
stituencies is the cost of living in these islands. Prices 
of everything have been sharply rising since the end 
of the war, largely as a result of bulk buying and un 
necessary controls; prices are still rising. The in 
evitable result is that claims, amounting to 
{300,000,000 a year, are being made for still higher 
wages without any promise of harder or more inten 
sive work. We are faced with an inflationary move 
ment without parallel in our history. Everyone, 
irrespective of party, admits the danger, though they 
do not all confess that prices reflect, in the main, 
wages with the consequence that, as the pay packet is 
better filled with Treasury notes so the value of these 
pieces of paper falls when handed over the counter in 
payment for goods in short supply. The inflationary 
movement is already reacting on our exports, though 
competition with our former enemies, Germany and 
Japan, with lower wages and longer hours of labour, 
is only just getting into its stride. 

This rise in the cost of living is not the real issue 
That issue is the way in which we shall be permitted 
to work and live—if live at all, at a reasonable stan- 
dard of comfort and in freedom, and not as now a 
controlled nation, controlled from Whitehal! with its 
thousands of regulations and forms. Our present 
Socialist rulers are pledged to increase the controls and 
to take over every important industry in the country, 


Current 


Dearer Ships 

Tue records which are kept by THe SuipeiInc Worip 
show that 21.5 per cent of the ocean-going ships on 
the United Kingdom Register are over twenty years 
old and, therefore, other considerations apart, such as 
outdated design, powering and equipment, are obsoles 
cent, if not obsolete. The proportion varies from class 
to class, but we are concerned only with the overall pic 
ture and that shows, as the Chamber of Shipping has 
declared, that British shipping is deteriorating and will 


INDUSTRIAL REVOLUTION 


including ultimately shipping, shipbuilding and all their 
dependent industries. That is implicit in the official 
policy—the nationalisation of the means of production, 
and distribution and finance. 


Mr. Attlee and his friends were told many years ago 
by their teachers of the Fabian Society to go about the 
business of nationalisation gradually, beginning with 
the basic industries, thus placing all private enter- 
prise at the mercy of State monopolies. On that advice 
they have acted in the past six ycars. The Bank of 
England, the coal mines, the major steel-making firms, 
inland transport, and light and power have been con- 
fiseated by act of Parliament, their adventurous in- 
vestors being given I.0.Us carrying a fixed rate of 
interest from year to year. Though the full scheme of 
nationalisation has been kept well out of sight during 
this General Election, the ultimate intention of the 
Socialists remains what it has always been—a complete 
industrial revolution. The individual will no longer 
be a free man, but will be the slave of the great central 
machine in Whitehall. 


Under the Socialists everyone, employer or 
employee, will be told what he is to do and how he 
is to do it by one or other of the departments domi- 
nated by politicians who earn their living not by their 
hands but by talking, talking of a Utopia that is to 
be when their planned economy is fully established. 
That is the issue of the Election and if the apostles of 
the Master State should win, woe betide all the mari- 
time industries for, soon or late, in the familiar words 
of Gilbert, ** they will be on the list.”? The failure of 
the nationalisation schemes already carried out will 
be no deterrent to action on the same lines. The con- 
tention of its sponsors 4s that the fault has not lain 
with the system of State ownership and control, but 
is due to the fact that the ideology has not been trans- 
lated into action on a sufficiently wide front. 

Business men are not party politicians but practical 
men of affairs, who take great risks, paying the penalty 
of failure and expecting adequate rewards if they suc- 
ceed in their ventures. They know that State domina- 
tion of industry, and particularly the maritime 
industries, means national ruin, bringing suffering for 
everyone, Managements and workers alike. 


Events 


continue to deteriorate unless owners are enabled by 
relief of taxation to pay for replacement tonnage. 
This must be built in the immediate future if the 
efficiency of this country’s sea communications, on 
which its life depends, is not to be impaired during 
the period of intense competition on the trade routes 
which is now developing owing to the re-entry of 
Germany and Japan into the shipping business. How 
are the replacement ships, a matter of 3,000,000 tons 
gross, to be paid for, since shipyard costs are about 
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three times what they were before the latest world 
war? The provision fer depreciation made by prudent 
owners in past years of relative cheapness cannot fill 
the gap. Costs will continue to rise since wages in 
the nationalised industries as well as those under 
private enterprise are still going up and raw materials 
ire becoming dearer. In whatever industry wage 
nereases may occur, from the coal mines to the 
turning out cutlery, china’ and _— glass, 
reaction will be reflected in the bills which shipowners 
will have to pay for new ships. Provision for replace 
ment was made before the slogan of ** soak the rich ”’ 
had been replaced by the polid¢y of ** soaking industry.”’ 
fhe Chamber of Shipping declared no more than the 
truth when it stated in its report earlier in the year 
that it has no political affinities and has no party 
ittachments, but, as a matter of national concern, it 
has protested that if the present burden of taxation 
is not eased, the efficiency of the country’s merchant 
fleets must decline. That is a primary issue of the 
General Election, but candidates have ignored it. It 
seems impossible to convince otherwise intelligent 
people that they live in a small and overcrowded island 
ind that they can continue to live there in moderate 
comfort, only so long as they have ships so efficient 
that they can hold their own on the trade routes 
igainst any and every rival. 


factories 


More Ships Building - 


THE RATE at which ships have been launched and 
completed in British shipyards during the third 
quarter of this vear has dropped below the average 
maintained in previous quarters, as can be seen from 
the shipbuilding returns compiled by Lloyd’s Register 
of Shipping. Only 51 ships, of 242,446 tons gross, were 
launched in the September quarter, compared with 79 
ships, of 414,138 tons, in the previous quarter; while 
33 ships, totalling 268,638 tons, were completed, com 
pared with 70 ships of 346,211 tons. There was, on the 
other hand, a considerable increase in the tonnage on 
vhich work was started in the last quarter, when 75 
ships of 423,602 tons were begun, compared with 79 
ships of only 382,478 tons in the June quarter. Thus 
the total merchant tonnage under construction = in 
Great Britain and Northern Ireland has now reached 
the grand total of 368 ships of 2,271,640 tons, which 
s the highest total to be recorded since December 
1921, and is 157,821 tons higher than in June last. 
Lloyd's Register reveals that plans have been pre 

red) or material ordered for an additional 1,989,706 
tons gross, but that is not the whole story. As Sir 
Amos Ayre revealed at the James Watt dinner of the 
Institution of Engineers & Shipbuilders in Scotland, 
the shipbuilding industry is in an unprecedented 
osition, having as much as 6,250,000 tons gross of 
nerchant ships on order. Orders to the total of 
1,000,000 tons have been placed in the last twelve 

mnths with British shipbuilders, but that intake ts 
three times their present annual rate of output. All 

work, as Sir Amos stated, has to be faced in con 
litions of great frustration. The shortages of material 
effect of so-called planning, bulk buying, and 
iny other unnatural and uneconomic interferences 
resulted ins a 


Ss 


non-¢ xperienced people " have 
ximum of difficulty for producers and those who 
the real and practical planners of production. It 
1 tragedy that when the whole world is crying 
for the products of British workers, the workers 
ITis€ Ives, and their so called leaders, refuse to recog 
e the fundamental facts of economic life. Something 
ist be done if, as Sir Amos put it, the Welfare State 
not to become the ‘* Farewell State.” 


Dividends and Wages 


Ix a well reasoned article in’ the Accountants’ 
Journal, which is worth reading in full by every 
industrial leader, the dangers of the dividend freeze are 
liscussed from the point of view of the expert. ‘* In 
the longer term,’’ it is stated, ‘‘ the dividend freeze ts 
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likely to have adverse effects on production mainly 
because it will tend to discourage the further develop 
ment of existing businesses (such, we may add, as those 
concerned with the buiiding and operating of ships) 
and the creation of new ones.’’ ‘The psychological effect 
of this policy has, contrary to the Chancellor of the 
Exchequer’s expectations, been nil. In his speech at 
the annual meeting of James Howden & Co., Ltd., Mr. 
Crawford W. Hume, the chairman, dealt with the 
subject as a realist and not as a party politician. He 
recalled that three years ago when the Government 
appealed for restraint in dividends they also asked 
for a corresponding restraint in wages, knowing well 
that the effect of wages on inflation was then four 
and a half times that of dividends and_ interest. 
Published figures show, he pointed out, that during 
these three years wages had increased by 26 per cent, 
but «dividends and interest had remained practically 
stationary, the increase being less than 0.4 per cent. 
The increase in wages is actually well over 300 times 
the increase in dividends and interest, and the infla 
tionary pressure has obviously not been affected by 
the income from these sources. On the other hand, * if 
the increased cost of living justifies increased wages, 
it also justifies increased income to shareholders, many 
of whom are entirely dependent on the dividends from 
their savings which they have invested in industry ”’ 
They also have to live, like other people. The limita 
tion of dividends must eventually check the flow of 
risk capital into the industrial market. What investor, 
who has by self denial over years, created a little nest 
egg, will adventure his money in any business knowing 
that if he loses the gamble he will have no pity, much 
less compensation, but that if he proves to have backed 
a winner, he will get little more reward than he would 
have got if he had put his money into a_ gilt-edged 
security such as one of the issues of one of the boards 
of the nationalised basic industries, or new National 
Savings Certificates which are guaranteed by the State? 


Supply of Working Capital 


TuIs is an appropriate moment, on the eve of the 
polling, to quote the Chamber of Shipping’s summing up 
of the difficulties, owing to inequitable taxation, which 
the industry is encountering in maintaining ‘‘the indus- 
try’s working capital.’” It stated in the spring of this 
year that rates of income tax and profits tax, by depriv 
ing the industry of half of even those profits which are 
retained in the business, have magnified the inequities 
in the system itself, and the prospect of continued high 
rates of taxation makes it the more important that 
the basis of taxation should be such that the least 
possible harm is done to those industries on which the 
nation depends for its wellbeing and for its safety. 
“The incidence and effects of the present system of 
taxation are all the time steadily diminishing the power 
of the industry to maintain the modern and efficient 
fleet by which alone it can meet competition and con 
tinue its services to the nation.’” No taxation relief, 
it was declared, will be of any avail if it be delayed 
until there are no resources to replace tonnage because 
of excessive taxation in earlier years. A good case 
against the present scale of taxation could be made 
out for the shipbuilding industry and its ancillaries. 
Ships should be the first priority in an island country. 
The present policy of taxation, in view of the large 
number of ships which must be replaced in the near 
future, is equivalent to the Japanese procedure of 
* hara-kiri *’, for shipowners, as well as shipbuilders, 
must have ample working capital if they are to serve 
the nation, surrounded by sea, efficiently and cheaply. 


Steel for the Shipyards 


Sir Witrrip AYRE sums up the outstanding trouble 
of shipbuilders in the Burntisland and Hall Russell 
Journal. ** In addition to at least 300 million pounds 
worth of ships in various stages of preparation and 
construction in our shipyards urgently required by our 
own shipowners, let us again emphasise that nearly 





OCTOBER 24, 1951 The 


200 million pounds worth of ships is similarly in hand 
for export.’ He points out that the rate at which this 
dollar earning power can be put to work depends 
almost entirely on the flow of steel to the shipyards. 
The proportion by which shipbuilding’s share of the 
country’s total steel supply falls short of its capacity 
to consume will equal, he adds, the loss in meeting 
present obligations to home and overseas shipowners. 
‘That means a proportionate * short-fall ’ in shipbuild 
ing and shipping’s contribution as a means of reducing 
Britain’s export trade gap.’’ He estimates that about 
750,000 tons of steel per year will ensure proper pro 
duction in the same period of £125 million worth of 
new ships, some millions of pounds of foreign currency 
in payment for them, and yet further foreign currency 
from the invisible earnings of an augmented British 
merchant fleet. *‘ Steel for ships is one of the quickest 
and most effective ways of earning foreign exchange 
and all the blandishments of a Helen (that is Helen 
of Troy) will be of no avail if the ships are not there 
to receive her smile.”’ This is a matter that concerns 
everyone and gives emphasis to Sir Wilfrid’s claim that 
the method of allocation of steel which worked so well 
in the war years, should now be adopted. ** During 
that critical period steel was channeled in an organised 
fashion to users up to the limit of, but certainly not 
one ton beyond, their proved ability immediately and 
efficiently to consume it.’” What was the result? he 
asks. ** Production efficiency in shipbuilding was main 
tained consistently at a high level, a level whic h ulti 
mately played a vital part in securing victory. 


A Full Order Book 


Both during the war and since there has been a huge 
demand for the products of the Parsons Marine Steam 
Turbine Company which shows no sign of diminishing. 
Indeed the chairman of the company, the Hon. Geoffry 
L. Parsons, in comment on the accounts for the year 
ended June 30 last, informs shareholders that the con 
tents of the order book promise full employment until 
1955. The year under review had a happy outcome; profit 
on completed work rose from £170,000 to £244,000, 
while the net figure of £126,000, after tax of £151,000, 
left generous cover for the repeated and ** standard ” 
dividend of 125 per cent. This distribution, which is 
payable on a one class capital of £317,000, costs no more 
than £20,000 net. A large part of the surplus goes to 
the establishment of a supplementary pension fund, to 
which as much as £30,000 is allocated. The main 
feature of the latest balance sheet is the great strength 
of reserves and liquid resources. Reserves, excluding 
the pensions and tax provision items, total £873,000 and 
include an ample provision of £400,000 for plant re 
placement and development. Current assets of 
£1,289,000 house £880,000 in cash and quoted invest 
ments, so that the company will feel no strain in the 
financing of large order books and of capital commit 
ments totalling £196,000. Finally, it should be noted 
that fixed assets have been drastically written down 
from cost of £819,000 to a net book figure of £263,000. 
So far as the profit-earning prospect is concerned the 
chairman is cautious. Twelve months ago, when the 
company was short of orders for complete installations 
of turbine propelling machinery it was found necessary, 
in order to secure contracts, to quote very keen com 
petitive prices. As a result profits for the next two 
years will be considerably reduced. It was for this 
reason that the directors took the precaution of raising 
the carry forward by £51,000 to £114,000. 


Belated Insurance Claims 


Ar the St. Moritz conference of the International 
Marine Insurance Union, Mr. Harold H. Mummery, of 
the ‘** London Assurance,’’ deputy chairman of the Joint 
Hull Committee, read a paper on delayed claims in hull 
insurance which revealed a very long ** tail *’ to present 
day underwriting accounts. During the seven years 
before the war, the average cost of winding up a hull 
account after the third year was 7 per cent. Up to the 
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present time the comparative cost of winding up the 
underwriting accounts of 1940, 1941 and 1942 has been 
26 per cent. This means that on each of those accounts, 
after all claims received during the first, second and 
third years had been paid, there still remained out- 
standing claims which absorbed more than one-fourth 
of the premiums received; and that where before the war 
a fund representing 7 per cent of the premiums sufficed 
to meet all outstanding liabilities on an account, today 
underwriters must set aside that percentage plus a 
further 20 per cent of the premiums in order to make 
adequate provision to meet claims incurred but not 
yet presented for settlement. On the 1943 account, 
after the third year had been closed, the settlement up 
to the end of 1950 absorbed a further 23 per cent of 
the premiums. On the 1944 account the settlement at 
the end of the seventh year aggregated 22 per cent, and 
on the 1945 account the sixth year’s settlement was 16 
per cent. Remembering that renewals according to the 
formule of the Joint Hull Understanding are nego- 
tiated on the claims record of the last three closed 
accounts plus estimated outstanding claims, the diffi- 
culties confronting underwriters in the rating of hull 
risks are obvious. Estimates of outstanding claims have 
proved generally to be considerably less than the claims 
themselves when they come to be presented. This 
must inevitably make underwriters cautious when 
quoting renewal rates, and it would dial be to 
the advantage of shipowners in every respect to de- 
crease the long periods which now too often elapse be- 
tween the accident causing a claim and the presenti ation 
of the claim for settlement. Mr. Mummery’s sugges- 
tion that each national marine insurance market should 
create a committee composed of underwriters, average 
adjusters and shipowners has much to recommend it. 
Such committees could furnish material for a study of 
the problem on a worldwide basis and might bring about 
an immediate improvement. 


A Comprehensive Scheme of Education 


THE IMPORTANCE of education in as skilled an industry 
as shipbuilding has always been realised, but more 
practical steps are now being taken in this field than 
ever before. Glasgow has just launched what is 
probably the biggest concentrated scheme of further 
education in shipbuilding, with courses for practically 
every section of the industry. A basic class for ‘ Ship- 
builders’ has been started in Govan. The National 
Certificate course in engineering, naval architecture, 
building, and chemical science has been arranged in 
cooperation with the Royal Technical College. Day 
classes in marine engineering are scheduled for Stow 
College, while evening classes in this subject have also 
been arranged. A full programme of classes will cover 
welding practice, while sheet metal work, ship joinery 
and fitments, and telecommunication classes are also 
offered. In each instance the Education Authority 
classes are being supplemented by technical training 
classes in the yards. Many of the leading shipyards 
are now operating extensive and comprehensive 
courses for all apprentices, and are linking these with 
the Education Authority courses either by day time 
attendance or by the coordination of yard educational 
work with that of the Authority. 





“PORTS OF THE WORLD” 


The increasing demand for the current issue of PORTS OF THE 
WORLD has almost exhausted a second printing of the Sth (1951) 
edition. Only a small number of copies now remains in stock. As 
no further supply of this book will become available until the 6th 
edition, to be published in March next, orders should be placed 
now. 

This volume is the only world po-t manual completely revised 
each year on the basis of direct contacts in each port. The /,340 
fully indexed pages contain details of charges, conditions and 
facilities at about 2,000 ports. 

Orders can be sent to THE SHIPPING WORLD, LTD.., Effingham 
House, |, Arundel Street, London, W.C.2. Price 60s., post free. 
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ON THE “BALTIC” 


BLEMISHES IN GRAIN CHARTERS 


By BALTRADER 


HE OPERATIONS on behalf of the German Government 
1 couple of weeks ago produced a valuable amount of 
employment for shipping in carrying wheat from the 
St. Lawrence to Germany. The rates of freight paid, 
ip to 107s. 6d. per ton, were sufficient to cause owners 
to overlook the blemishes in the terms of charter. All 
the same it is a pity that one-sided conditions are 
illowed to be introduced, either because on a bad 
market the owner has no chance to contest them or 
because on a strong market the owrer does not care 
in view of the large gross freight offered. If clean 
charters are not insisted on when tonnage is in short 
supply they will not be likely to improve when the 
hoot is on the other leg. Even now, if an owner were 
to ask for better terms for the voyage in question, he 
would be shown more than a dozen charters agreed 
hy well-known and experienced owners with the 
objectionable conditions all accepted. He would be told 
that the terms are well established and that he also 

conform to them on the doubtful principle that 

is, is right. In connection with this particular 
charter owners ought to ask themselves whether the 
conditions governing payment of freight are business 
like and whether these afford them the protection which 
is usual in an important transaction. The charter is 
signed and freight is payable by agents for charterers 
who are not named. And in the event of any dispute 
one isks oneself : Who Is responsible ? 


A Long-Recognized Principle 


The grain charters arranged from the St. Lawrence 
provide for the carriage of wheat, etce., in bulk, but it 
s necessary in order to comply with safety regulations 

secure the cargo from shifting. A few years ago 
in action was decided in the Courts contirming a long 
recognised principle in the case of ships loaded on 
saltimore Form C terms. It is that the five days allowed 
for loading include the time occupied in bagging a 
tion of the cargo. The charter from the St. Law 
rence to Germany, Antwerp or Rotterdam has a clause 
i { to the Baltimore Form C terms stating that the 
hagging time does not count as part of the five lay 


days allowed to charterers. The work of bagging some 


of the cargo is, of course, a retarding factor, but five 
lays under ordinary circumstances is ample time in 


which to load a large vessel, bagging and all, in view 


t} 
the 


f ease and speed with which the elevators pump 
he greater part of the cargo into the holds. The clause 
ntroduced for the German shipments is a means by 
vhich extra dispatch money can be imposed on_ the 
Mp. 
It is rather sad to find that if arbitration should be 
for this must take place in Hamburg. London 
ilways been the venue of arbitration by mutual 
nt of owners and charterers. There has never been 
ibt cast on the honourable repute of London arbi 
rs and no one can deny that the other qualification 
irbitrator, i.e., knowledge of the shipping trades 
stoms of the world, is more easily attained in 
on than anywhere else. 


Delays in Port of London 


I s a very serious fact that our greatest port, 
London, on which so much depends for the success 
f our export and the economical working of our import 
trade, is becoming more and more dreaded by the 
shipping community as a place where untold thousands 
ire lost through delay. Four thousand lightermen are 
thle to dislocate the whole vast machinery of the port 
by a “go slow” or “ work to rule strike, which 
means a strike that enables the men to continue 
receiving their pay while not giving proper measure 


in return. They would, as honest men, disdain to give 
short weight to customers if they happened to keep 
a shop, but they have, unfortunately, not noticed the 
analogy. The lightermen are, of course, not the only 
discontented men-one feels an ill spirit brooding over 
the port. One of the first jobs which should be under- 
taken by the next Government is to get to the heart 
of this unrest and to restore the good will of workers 
in the Port of London. 

The strength of the North Pacific market is. still 
noticeable. There are inquiries for vessels on time 
charter on the part of North Pacific lumber operators 
who wiil take delivery on this side or in the River 
Plate. They intend to trade vessels with lumber to 
Kurope, South Africa and Australia for periods of six 
months or up to a year. The Black Sea fails to attract 
tonnage at any but very high rates; fixtures at 107s. 6d. 
for grain from the Black Sea to the United Kingdom 
compare surprisingly with 60s. accepted from the River 
Plate to the near Continent. 


The Freight Market 


Strong demand continues for grain carriers from both 
sides of North America. More tonnage was taken for 
heavy grain from St. Lawrence to Antwerp-Hamburg 
range at 107s. 6d. per ton for November loading. The 
Ministry of Food requires more shipping for loading 
grain in the St. Lawrence while the season permits. 
The Eagle, October/November, and Nico, November 
7/21, are fixed for heavy grain from St. Lawrence to 
U.K. or Antwerp-Hamburg range at 26s. 3d. per 
quarter. 

The Ministry took four vessels on Friday for 
heavy grain from Gulf of Mexico to U.K., Antwerp 
Hamburg at 27s. 6d. per quarter, loading in December 
and January. The Nora and Andrea, early November, 
will load coal, Hampton Roads to Antwerp or Rotter 
dam at $10.50 on Warshipvoy terms. The Leonidas 
75,000 ft. bale, is fixed for pitprops from 
Jacksonville-Savannah range to Antwerp at $136,000 
lump sum, f.i.o., November/December. The Sonata, 
9,000 tons, and Dimitrios Inglessis, 7,200 tons, have 
been chartered for heavy grain, Black Sea to United 
Kingdom at 107s. 6d., Nevember. Ore from Bona to 
U.K., 9,200 tons, is fixed at 61s., November. These 
show the firmness of the market in the Mediterranean 
area. 

In the Far East the Mount Royal has been 
chartered from North China to full range India at 
lzvs. 6d., cereals, November. This vessel was originally 
chartered from North China to Europe but fell back 
in position and was cancelled. North Pacific charterers 
are short of tonnage for loading in the next two months. 
The Dughestan is fixed for heavy grain, North Pacific 
to U.K., at 17s. 6d., December/ January. Australia, 
South Africa and the River Plate are dull. Coal from 
Wales to Buenos Aires has been repeated at 120s., 
November. Time charter rates are fully maintained 
inquiry extends to 12 months and 2 years’ periods. 
A Greek Liberty ship has been chartered for an 
Australian round at 47s. 6d. per month, delivery 
Antwerp, October. 


fichalos, 





Chamber of Shipping Tramp Freight Index 


The Chamber of Shivpving index number of tramp shipping 
reights for Sevtember 1951 is 166.5, a rise of 17.2 points 
on the month, the figure for August having been 149.3. It 
compares with 89 for Sentember 1950. The index number 
is based on tramp fixtures reported during the month, only 
fixtures in sterling being used. 
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NORWEGIAN SHIPPING AND SHIPBUILDING 


CHANGING CHARACTER OF NORWAY’'S COAL IMPORTS 


By THE SHIPPING WORLD'S Own Correspondent 


Ir Is expected that Norway will import a_ total of 
1,063,000 tons of coal from the United States during 
the whole of 1951. This information was given by Mr. 
Ramberg, secretary of the Norwegian Freight Control, 
in a recent speech at a meeting of Oslo shipowners. 
This amount of coal, as well as some 220,000 tons of 
grain, is all brought across the Atlantic in Norwegian 
ships, which are paid a fixed rate only slightly above 
the old United Maritime Authority rates. The differ 
ence between this rate and the current market rate 
is paid by an equalisation fund collected by the Freight 
Control, which is managed by the shipowners them 
selves. The fund is obtained from a levy of 4 per cent 
on all gross freight incomes, paid by all Norwegian 
ships except for a few which either are employed at a 
poor time charter rate or have had mishaps of one sort 
or another during the last year. Owners of such 
vessels must, however, apply for exemption from the 
tax in each case, and each case is judged on its merits. 
Mr. Ramberg estimated that some Kr. 50,000,000 would 
be needed this year to equalise freights paid by the 
Freight Control and those ruling in the free market. 
In other words this is the sum shipowners pay in-order 
that prices should be kept down for Norwegian con 
summers, 

It is also interesting to note that the quantity men 
tioned above is practically all Norway’s import of coal. 
Very little is now imported from Poland or Great 
Britain, while almost 400,000 tons are expected from 
Spitzbergen before the season finishes some time in 
October. One million tons is little more than one-third 
of the prewar importation of coal, and it shows the 
transfer from coal to oil, as well as the tremendous 
importance the expansion in electric power production 
has had for the Norwegian economy. It can already 
be said with certainty that even if in the future it 
should be easier to obtain coal, Norway will be a con 
stantly diminishing market for this commodity. 


Reduction in Handy-Sized Vessels 


This is a fact which is of considerable interest to 
Norwegian shipowners. Not many years ago quite a 
number of vessels were built just for the coal trade 
from Great Britain, Poland or Germany to Norway. 
Several yards built them. Fredriksstad mek. 
Verksted, for instance, developed a type which has 
hecome known the world over as the Fredriksstad type, 
a three-island ship with masts fore and aft and posts 
on each side of the midships house. Altogether 46 ships 
of this type were built. As the coal trade becomes 
something of the past, these vessels, which incidentally 
were also good wood carriers, become relics of bygone 
times. No doubt this change in Norway’s foreign 
trade, together with the steady decrease in the Euro 
pean coal trade in general, have been telling factors 
in the diminishing trends of the Norwegian fleet of 
handy sized vessels. 

Only last month it was reported that five more 
vessels, ranging in size from 600 to 2,500 tons d.w., 
had been sold to foreign buyers. However, there is 
apparently still money to he earned by handy-sized 
vessels if they are of a suitable type, and in this con 
nection it is interesting to note that a Norwegian 
owner, Mr. Rolf Wigand, of Bergen, has ordered two 
tramps, single-deckers of some 4,000 tons d.w., from a 
British yard, John Crown & Sons, Ltd., Sunderland. 
These vessels will be designed by Lund, Mohr & Gizwever 
Enger, of Bergen, a firm that since the war has designed 
several good tramp vessels of some 3,500 tons d.w. 

According to a list of new contracts, recently pub 
lished by the Norwegian Journal of Commerce and 
Shipping, Norwegian owners have since February this 


c 


year ordered about 1,000,000 tons d.w. of new tankers. 
It is to be noted, however, that several of these orders 
were negotiated long before February last, but have 
not been made public till lately. During the same 
period some 22 new contracts concluded with Norwegian 
yards have been made public. Half of them are tankers 
aggregating some 160,000 tons d.w. Heading the list 
of Norwegian yards is Fredriksstad mek. Verksted, 
with some 20 contracts aggregating over 200,000 tons 
d.w.; among them are nine tankers of 13,500 tons and 
two of 20,000 tons d.w. 

At the end of September this yard delivered its first 
tanker of 13,550 tons d.w., the Tank Princess, to Sigurd 
Herlofson & Company. With an overall length of 
513 ft. 9 in. and 475 ft. b.p., breadth moulded 
62 ft. 6 in., depth moulded to main deck 35 ft. 8 in., 
and draught loaded of 27 ft. 10 in., the vessel has very 
good accommodation for officers and crew. A spacious 
crew's messroom, together with an equally spacious 
dayroom, all fitted with leather-covered oak furniture, 
are situated on the starboard side in the aft part of 
the poop deckhouse. In the centre is the large galley 
and on the port side comes first the petty officers’ 
messroom and then the officers’ messroom. On the 
boat deck there is a large house containing the officers’ 
dayroom in the front part. The front on both sides of 
the house has been covered, giving the officers spacious 
and well protected deck space. Practically all the 
crew’s cabins are single-berthed and situated on the 
main deck, while the deck officers are housed in the 
midship house and the engineer officers in the deck 
house aft. The next vessel to be launched by FMV, 
the sister ship of the Tank Princess, will be ready for 
launching during November, it is hoped, and will be 
delivered next spring. 


The Steel Shortage 

The steel situation, as far as the Norwegian ship 
building yards are concerned, has deteriorated during 
the last few months. Not only is steel hard to obtain 
but its price has risen greatly. Mr. Sigval Bergesen, 
jr., chairman of the board of Rosenberg mek. 
Verksted, Stavanger, recently said that while British 
steel in May, 1950, cost £23 18s. a ton, it now costs 
£43 a ton, but German steel costs even more, as much 
as $170 a ton, and the little shipbuilding steel that can 
be obtained in Belgium costs just as much as_ the 
German steel. In addition to these high prices comes 
the fact that the little steel which can be ordered abroad 
is generally delivered behind schedule. Mr. Bergesen 
could only hope that it would be possible to obtain 
enough steel in the future to keep the yard fully 
occupied according to the present programme. He 
also mentioned that the higher steel prices which 
Norwegian yards have had to pay lately would cause 
a rise in the cost of a tanker of some 16,000 tons d.w. 
amounting to some Kr. 2,000,000. But this was not 
all, the finished vessel’s price would rise still more, 
due to the higher prices of engine parts, etc. 

For some considerable time Norwegian owners have 
been ordering mostly tankers and this fact is now start 
ing to tell in the delivery of new vessels. During 
September, for instance, out of the eight vessels 
delivered, seven, totalling just over 114,000 tons d.w., 
were tankers, while the eighth was a steam dry-cargo 
vessel of 3,600 tons, built by Nylands Verksted. Two 
of the tankers were delivered by Swedish yards. British 
vards delivered three, of 65,000 tons d.w., while 
Norwegian yards delivered the Tank Princess and a 
tanker of 2,500 tons d.w. Fourteen new contracts were 
made public during September and of them only five 
were for tankers. 
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BOOK REVIEWS 


Variner’s Gyro-Navigation Manual, by Lieut. Walter J 
O'Hara, USMS. (Cornell Maritime Press, Cambridge, 
Maryland, U.S.A. Price, $3.50) 

The author has used a high-sounding title for a book which 

s actually an exvosition of the elementary theory of the 

yroscope, couvled with a handbook on Sperry gyroscopes 

nd ancillary equinment. The book itself, however, is clear 
nd well written, and should form a valuable manual for 
se in ships with Sverry equioment, or for others who wish 

» understand its overation and maintenance 


Lloyd's Calendar, 1952. (Lloyd's, London, E.C.3. Price, 
net). 

Additional information contained in the 1952 edition of 
this well-known shipping annual includes particulars of the 
Salvage Association, a descriptive list of the house flags and 
funnels of the world’s vrincival shipping companies and 
sccounts of the deeds which have won for the participants 
Llovd’s Medal for Saving Life at Sea. A new article, ** Radio 
Aids to Navigation,”’ has been contributed by Sir Robert 
Watson-Watt, while a chart has been added showing the 
reas named in gale warnings and weather bulletins 


The Quicksee Desk Atlas, 7th Edition, (Ernest J. Quick, 
“Reston,” High Salvingion, Sussex, Price 30s.). 

This valuable atlas is undoubtedly one of the best of its 
kind available. It contains over 250 pages of mavs and 159 
pages of index listing about 35,000 place names. Also in 
cluded are charts showing magnetic variation, rainfall. 
population, ete., a useful section on geographical terms and 

rious tables of statistics. As companion to this useful 

s. Mr, Quick also publishes the Quicksee Distance and 

ved Tables (27s. 6d.). These are certainly the most com 

le handbook, and include 

nearly 150,000 distances arranged In seven separate sections. 

Oil loading and bunkering ports are given a svecial section 

and this should make the tables particularly useful to all 
meerned in the tanker business. 


prehensive yet issued in a s.ngl 


stwise Shipmng and the Small Ports, by P. Ford and 
J. A. Bound. (Basil Blackwell, 49 Broad Street, 
Oxford Price 10s. 6d.). 
The future of coastwise shipping and the small ports, 
particularly since the nationalisation of inland transport, ts 
matter of public volicy, which must be based on detailed 
knowledge. This book is the result of a comprehensive 
stutistical investigation, in which estimates are made of the 

tal traffic in different classes of cargo between some 280 
rts for selected small ports more detailed figures have 

een prepared showing the number and size of ships calling, 
ded and in ballast, and the frequency of calls—all details 

h succeed in bringing life to bare statistics. The results 
the investigation are important. It proves, for example, 

t it is not the case, as one Government document put it, 
it the traffic carried by coastal shinning is * trivial’ com 
pared with that of the railwavs. The tonnage loaded by 
tramps over 100 tons gress in 1948 totalled 29} million tons, 
it the average haul was 359 miles, comvared with 72 miles 
the railways, so that the total coastwise ton-mileage was 

4.796 million, or over one-third of the total ton-mileage per 
rmed by the railways. 

The Transport Act, 1947, imposes on the Minister the duty 
ecuring that efficient coastal services are maintained”’, 
this investigation proves that any decisions he makes 

should take account of the coastwise transport system as a 
\ e, for the diversion of a particular class of traffie may 
ct more than one port and their capacity to maintain 
iency and to deal with other classes of trafic. ‘* Public 

in regard to the coastwise services should not. there 
concerned merely with the narrow field of arrange 
nts for pooling receinvts or with the local connections of 
dual ports, but should also be conceived in terms of 
continued cooperation with the land services in the 
rmance of a single national task.’’ This work should 
to disvel much of the all too general ignorance of coastal 
ping problems and the nature of * that little known 


ind 


} 


The autumn number of Reef Knot, house magazine of the 
South American Saint Line, Ltd., contains an article by 
Mr. G. Verbeeck, Antwerp director of the Outward Conti 
ental Brazil/ River Plate Freight Conferences, on “Shipping 
Conferences.” 


Additional information of Mansbridge House is contained 
in the October issue of The Seafarer, official organ of the 
Seafarers’ Education Service. Mansbridge House, in Balham 
High Road, London, $.W.17, is to be the future headquarters 

f the Service from the beginning of next year. 
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WORSHIPFUL COMPANY OF SHIPWRIGHTS 


Tue annual livery dinner of the Worshipful Company of 
Shipwrights was held at the Mansion House on Wednesday, 
the vrincival guests being the Lord Mavor and Sheriffs of 
London, The Prime Warden, the Hon. Geoffry L. Parsons, 
was in the chair. The Lord Mayor's toast was proposed 
by the Prime Warden, and the Lord Mayor revlied. The 
Australian High Commissioner, Mr, T. W. White, proposing 
the toast of the Company, referred to the importance of ships 
and shipbuilding as the princival link between Great Britain 
and Australia, which was Britain’s best customer, They 
were determined to improve the lamentable rate of turn 
round in Australian ports and would do everything to 
encourage British industry to branch out in Australia, In 
reply, Sir Harold Flannery emvhasised the valuable work 
the Company was doing for the shinbuilding industry by 
promoting study and training. The distinguished company 
at the dinner included Viscount Runciman, Sir Stanley 
Goodall, Air Chief Marshal Sir Frederick Bowhill, Capt 
Gerald Curteis. R.N. (ret.), Deputy Master of Trinity House, 
Mr. Matthew W. Drvsdale, chairman of Lloyd’s, Mr. B. H. 
Perl, chairman of the Baltic Exchange, Maior General 
Szlumper. Sir Leighton Seager, and Mr. C. H. Torrence, 
Deputy High Commissioner for South Africa. 


At a meeting of the Court on the same day the following 
were elected to the Freedom and Livery of the Company : 
Mr. J. F. Brown, Cant, W. H. Coombs, Messrs. L. H. Gault, 
A. R. Glen, F. G. Hogg, G. W. Kitching and N. W. McCue 
The Marquess of Milford Haven and Mr. V. G. Shepheard 
were admitted to the Freedom of the Company, and Messrs. 
B. G. S. Cavzer, R. B. Constant, Lord Howard de Walden 
and Mr, E. H. James were admitted to the Liverv. Sir 
Stanley Goodall vresented the Company with a model of 
HI.M.S. King George V, the second British warshin to be 
named and launched by a reigning sovereign, the present 
King being Permanent Master of the Company. Earl 
Mountbatten of Burma, a Past Prime Warden, revresenting 
the King, presented His Maijesty’s medal to apprentice 
George Moore, of Alfred Holt & Company, Liverpool. 





Analysis of British Tonnage 


In the statistics published in Tur SuippinG Worn last 
week analysing the privately owned merchant fleet regis 
tered in the United Kingdom and Colonies. some incorrect 
figures were erroneously vrinted in Table IV. The corrected 

tble is printed below. 


TRAMP TONNAGE BY SIZE 
Dry cargo vesses! of 500 tons gross and over 


| Jon., 1951 | April, 1951 1 July, 1951 1 Oct., 1951 
Tons gross Tons gross Tons gross Tons gross 


Ocean-going 


1,501,854 1,479,780 1,421,451 
374,415 361,372 355,751 
732,084 701,08! 717,416 
403,950 384,523 379,755 
149,332 148,591 138,256 135,139 


1,399,237 


Total ocean-going 2,942,794 
Coastal, etc 


1,500 2,999 c.g 205,967 213,389 215,216 211,408 
500 1,499 c.g 231,156 227,454 226,246 223,588 


3,161,635 3,075,347 3,012,629 


Total U.K 3,598,758 3,516,190 3,454,091 3,377,790 
On Colonial register 218,684 226,657 226,907 197,271 


Total 3,817,442 3,742,847 3,680,998 3,575,061 





Mr. A. E, Hopnckins, M.C., has been anvointed deputy 
chairman of Lambert Brothers, Ltd.. in the vlace of Mr. 
F. C. Johnson. to take effect from November 1, 1951, and 
Mr. E. Howard Thorne, who has been a member of the staff 
since 1922, is appointed a director of the comvany from the 
ime date. 


Mr. F. W. Bicker, who was Princival Surveyor for Ton 
nage, Mercantile Marine Devartment, Board of Trade (now 
Ministry of Transport), from 1927 to 1933, died at his home 
on October 17 in his 83rd year, He retired from the Board 
of Trade in 1933. 


Tuer death has occurred of Mr. A. F, Taylor, manager of 
the South African devartment of the Ellerman & Bucknall 
Steamship Co., Ltd., since 1938. Mr. Taylor, who was 56, 
joined the company in 1913, He served on many shipping 
committees, including the London Shipowners’ Dock Labour 
Committee 
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NAVIGATION AND THE SHIPPING INDUSTRY* 


FACTORS AFFECTING SAFETY, SPEED AND ECONOMY 


By SIR ROBERT WATSON-WATT 


I aM pretty sure that one of the strong unifying 
elements in our Institute of Navigation is a common 
pride in our great seafaring tradition, a firm, but I 
hope not complacent, conviction that the salinity of our 
hlood is higher than in any other nation. This is what 
encourages me to invite your attention to some factors 
within our own field of study, navigation, which seem 
to me to be of immediate and increasing importance 
to our shipping industry. { make no apology for 
repeating that our shipping industry is the greatest 
shipping industry in the world; still less would I 
apologise for saying that its greatness, dearly bought, 
can be maintained and increased only at the price of 
something more tangible than pride, more laborious 
than constant vigilance. 

It is one of the privileges of the Presidential Address 
that the speaker is allowed to write his own rules. So 
I proceed to jettison the book definitions of my two 
related subjects, and to write my own. propose to 
treat Navigation as “the art of conducting a ship 
from one port to another across the open sea,’ but 
only if I am allowed to treat the open sea as extending 
to the terminal berths at the ports of departure and 
arrival, 

Having thus declared navigation to be one and in 
divisible, I ask to be allowed to treat the Shipping 
Industry also as a great, but indivisible complex of 
interacting elements; to include within it not only the 
shipowners and the ship operators, but the naval 
architects, the shipbuilders, the marine engineers, the 
equipment and instrument providers, the brokers, the 
agents, the insurers, the pilots, the towage contractors, 
the port and harbour authorities, the repairers and the 
salvors—-and the others whom in my ignorance I have 
failed to include. 

This is the industry that in 1949 launched 320 steam 
and motor ships, totalling 1) million gross tons, from 
U.K. yards, 361 totalling 1.37 million tons from the slip 
ways of the Commonwealth nations as a whole, 261 
of them, 890,000 tons, for Commonwealth registration; 
the industry that operates 6,000 ships of 18 million 
tons on U.K. register, and 2,700 of 4 million tons on 
Commonwealth register, out of a world list of 30,000 
ships totalling 88 million tons. 

In the U.K., the industry employs a quarter of a 
million insured people in shipbuilding and repairing, 
half that number in port, harbour, river and canal 
work, some 120,000 in the ships themselves, and nearly 
100,000 in marine engineering—nearly two-thirds of a 
million out of our 16 million insured persons. 


Operating Costs 


This is the industry which must maintain and im 
prove its world position against the competition of 
other nations. Salt water in the veins is useful, but 
salt sweat on the brow also helps. We must, I sug 
gest, give some attention to the factors which affect 
the safety, the speed and the economy of our naviga 
tion, although these may amount only to from 1 to 5 
per cent of operating costs. No longer must we con 
cern ourselves only with the 10 to 20 per cent factors, 
no longer be discouraged, by the fact that 35 to 45 
per cent of our operating costs are spent in port ser 
vices, from raising the efficiency of the other 60 per 
cent. 

These are the thoughts which lead me to look, neces 
sarily superficially, at the state of the sciences and 
arts on which our composite science and art of navi 
gation depends for its full usefulness. The object of 
the exercise is more definite than to pose questions for 


* Abstract from the presidential address read to the Institute of Navigation on 
Friday 


considered answer; to ask which of these basic contri 
butors to navigation could, by its own acceleration, 
most quickly and economically improve our marine 
navigation. 

Before we can usefully do this, however, we ought 
to glance at the ship as affected by water, wave and 
wind in ways which determine how much or how little 
the navigator can do to improve the comfort and 
diminish the cost of the voyage. 

It is no part of this present discussion to examine 
such things as hull design and its effect on propulsive 
efficiency; we confine ourselves to the variability of the 
natural forces encountered by the finished ship. 

A ship moving steadily through calm water and still 
air is drained of part of its energy of motion by a 
resultant water resistance. The application of rudder 
has a dual effect on the water resistance losses. It 
increases the drag directly by wave and eddy forma 
tion, while with many hull forms and at substantial 
speeds it produces ‘* heeling ** which may notably alter 
the wetted area contributing the skin resistance. As a 
rough example of the effect of rudder action on water 
resistance, 10 deg. of helm angle adds some 23 per cent 
to the power dissipation, 


Wind Resistance 


In these simple and rare conditions of steady motion 
of a loaded ship in calm water and still air the aero 
dynamic counterpart of water resistance, due to the 
motion through the air of the freeboard and upper 
works, is about 2 per cent of the naked hull resistance. 

In the more usual conditions of steaming through 
winds of appreciable strength, the air component of 
total resistance, of course, Increases with the velocity 
of near-head winds, the greatest increase in resistance 
being caused by winds from some 30 deg. off the bow. 
This wind resistance can be mitigated by the customary 
aerodynamic precautions conveniently called ‘* stream 
lining,”’ which can give a gain in speed against a 40 
knots actual wind of a whole knot for a tanker making 
10 knots or half a knot for a 25-knots Atlantic liner. 

This, however, is only the beginning of the story of 
wind effects on navigation. The fact that the centre 
of pressure of a resultant relative wind on the bow is 
displaced from the centre of pressure of the resistant 
water imposes a yaw such that the ship proceeds with 
its longitudinal axis heading to windward at a small 
angle of yaw to its direction of motion. This calls for 
a rudder correction, and at the same time decreases the 
propulsive efficiency. All these things would happen 
in a steady wind, but their effect is greatly accentuated 
in the actual conditions of gustiness and frequent 
change of wind speed and direction. 


The Dominant Factor 


But it is, of course, through its effect on the sea 
surface layers in which the ship is immersed that the 
wind becomes the dominant factor in navigation. Both 
hy its virtually complete control of the average speed 
and direction of surface ocean currents, and by its 
wave-generating effects, often on a grand scale, it 
determines the resultant day’s run. On the one hand 
it transports bodily the block of water in which t 
ship at any moment finds itself. On the other it adds 
to the cause of the yaw already discussed, larger, mor: 
directly effective and yet very variable wave-bort 
impulses causing yaw, roll and pitch. 

All these angular motions, as a mere matter 
dynamics, in general increase the skin resistance loss¢ 
and also diminish the propulsive efficiency. They hav: 
in the big passenger ship especially, but to an importa: 
extent in all cases, the effect of causing the master t 
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nake deliberate changes of speed and heading to avoid 
lamage to ship, fittings, cargo and persons, and to 
mit the discomforts imposed on crew and passengers. 
It is in relation to these considerations of the great 
variability of the effect of wind and water on the speed 
nd economy of voyage, and in the extreme on the 
ifety of the ship that I turn now to glance at the state 
those sciences on which the navigator depends for 
inimising the variable adverse effects and for taking 
idvantage of the variable helpful effects of wind and 
ea. Parallel to the sciences which the shipowner must 


f 


know, there ts an impressive array of a dozen or more 
on which the shipmaster as navigator and seaman is 
ore or less consciously depénde nt. 


Electronic Aids 


We have discussed many times and in great detail 
n the Institute the means by which the navigator may 
know, more or less accurately, and with the least 
possible delay, what was his position at a very recent 
moment of observation. What is the ‘ state of the 
irt’’ in the sciences on which he is dependent for 
* present position ’’ data? In the use of celestial navi 
gation, stellar and solar positional astronomy is more 
than sufficiently advanced for his needs. The art of 
computing has brought him relief from time-absorbing 
ind error-prove figuring, but he would be helped still 
further by the immediate availability on his own desk 
of mechanical or simple electromc calculators of exist 
ng patterns. 

Horology might not, in what I may call its classical 
xv mechanical form, yet have reached a standard of 
accuracy and reliability sufficient for the demands of 
celestial navigation, but the advent of radio time-signals 
has carried his information about time far beyond any 
vecuracy that he may reasonably demand. 

The limitations and deficiencies of existing radio aids 
to navigation have been sufficiently recently discussed 
here to justify my hastening away from a subject with 
which I have lived too closely to see it in its proper 
perspective. 

I am sure that the cartographers would be the last 
to claim or to admit that their art has come nearly to 
i standstill; the Institute has in this relation also 
recently had convincing evidence of their alertness to 
the changing emphasis in the navigators’ demands. 

1 wish I were as near to being happy about magnetic 
ompasses. A great deal of largely misplaced ingenuity 

been expended in reducing the inherent unsuita 
lity, as a precise aid to navigation, of a knitting 
eedle sewn to a cardboard disc floating in a cocktail 
haker of appropriate liquid content. 

Other instrumental ingenuities have gone some way 
to making available a magnetic indicator — less 
ippallingly naive in its dynamics. I am conscious of 
the modern tendency to do things by electronics be 
iuse electronics is entertaining rather than because 
electronics is indispensable in a particular case. But I 
venture to say that if we are going to put great 
lependence on a magnetic compass we should really 

to an electronic magnetic compass. 


The Earth’s Magnetic Field 


Ihe earth’s magnetic field is well known to be in 
nvenient to the navigator in at least four important 
pects: 

(1) It has a secular variation which is neither very 

nor very systematic or regular. 

(2) It has, within its broad sweep, local anomalies 

h are considerable in magnitude and widely dis 
! uted over the globe. 

(3) Its horizontal component, which is the one of most 
imediate value to the navigator, falls to very in 
mnveniently low values, relative to the vertical com 
ponent, in high latitudes— but latitudes not too high 
to be of importance to the marine navigator. 

(4) It is subject to significant disturbance by mag 
netic storms, which are rarely sufficiently forecastable 
in advance to alert the navigator to suspicion, and 
which are not, in any save high latitudes, accompanied 


t 
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by visual or other conveniently readable alarm signals. 
The first three of these troubles combine to present 
the magnetic survey authorities with a need—still far 
from being adequately met—for frequent and expensive 
determinations of the magnetic elements. These 
surveys are themselves subject to one of the basic 
problems of the navigator himself-—-how the survey 
craft is to determine its own position, at the moment 
of an individual observation, with sufficient accuracy 
but without having to await conditions — specially 
favourable to two independent requirements, good 
magnetic measurement and good position fixing. 


Meteorological Forecasts 


If the science of terrestrial magnetism, facing only 
a comparatively slow tempo of secular change and the 
comparatively rare occurrence of magnetic storms of 
such amplitude as to be important to the navigator, 
has been unable to keep pace with the legitimate 
demands made of it, how much more serious is the 
situation in relation to my own field of meteorology ! 

How far is the science of meteorology capable, with 
the help of a rationally used science of telecommuni 
cations, of giving the navigator and the shipmaster 
sufficiently early warning of meteorological disturbances 
threatening the safety, speed and economy of their 
voyage? By ‘* sufficiently early warning” I mean a 
forecast detailed enough, accurate enough in describing 
the impending disturbance system, and accurate enough 
in stating its probable position at a succession of 
dependable times all this so far in advance of this 
development of the synoptic situation that navigator 
ind master have time to decide the changes of track 
that would be economically justified if they were 
suecessful in avoiding, or availing themselves of the 
advantages offered by that situation. 

Now I am well aware of the argument that the elec 
tronic computation of tomorrow's or next week’s 
weather in a particular and limited geographical area 
may not merely be slow of achievement but may not, 
within the lifetime of even the youngest member of 
Institute, be achieved. I am, however, far from being 
convinced that we are giving all the readily obtainable 
help which we could give to the navigator by way of 
timely and detailed weather reports and_ forecasts 
transmitted by radio. We meteorologists have not 
convinced the anxious user that we have given him all 
the help that, within permissible economic limits, we 
could give him. We have not, I think, given him a 
picture of what would be involved in providing better 
meteorological guidance in the exceptionally difficult 
hut important North Atlantic shipping lanes. 





Ammonium Nitrate Cargoes 


The Report of the Ammonium Nitrate Working Party 
(H.M.S.O., 2s. 6d.) appointed by the Home Secretary after 
the disasters at Texas City and Brest in 1947, gives a full 
account of the experimental investigations and trials carried 
out, The working party recommends that: 

(a) For transport in~ ships (i) commercially pure 
immonium nitrate, (1) ammonium nitrate containing not 
more than 0.05 ver cent magenta, and (iii) ammonium nitrate 
containing organic matter approved both in nature and 
quantity, should be packed only in new steel drums, which 
may or may not be lined with waxed paper. If packed in 
this manner it is practically free from hazard when involved 
in a fire 

(b) The loading and unloading in U.K. vorts of ammonium 
nitrate containing organi matter other than material 
approved both in nature and quantity should be prohibited, 
ind ships arriving at U.K. ports with such material on 
board should be compelled to anchor in 
inchorages.”’ 

(c) Firefighting. (1) Smoking and naked flames should be 
prohibited at all stages of handling, (2) Ships’ holds must 
he thoroughly clean before loading. (3) Burst or damaged 
drums must not be shipped. (4) Drums should be kept clear 
of all sources of heat, (5) Highly inflammable materials 
must not be stowed in the same hold. (6) Drums should 
be securely stowed and combustible materials never used 
for dunnage. (7) Fires should be fought only with the use 
of water, and never steam. 


* explosives 
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M.V. PRINS ALBERT 


M.V. FORT RICHEPANSE 
M.V. BATTERSEA 


These are four ships of many propelled by Sulzer Engines 


which are Sailing the Seven Seas, using Caltex Lubricants. 
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Marine Lubricants 


AND TECHNICAL SERVICE ARE AVAILABLE AT ALL PRINCIPAL 
PORTS THROUGHOUT THE WORLD 


TED IN THE UNITED KINGDOM BY 


REGENT OIL COMPANY LTD 
117, PARK STREET, LONDON, W.i. TELEPHONE: MAYFAIR 8474 
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COAL AND OF 


RAPID GROWTH OF EUROPEAN OIL IMPORTS 


THE net imports of crude oil and petroleum products 
by the O.E.E.C. countries (excluding Greece, Austria 
and Iceland) in the first six months of 1951 reached a 
new record of 32.4 million metric tons—31 per cent more 
than in the first, and 14 per cent more than in the 
second half of the preceding year. It is estimated that 
approximately four-fifths of recent oil imports to the 
O.E.E.C. area came from the Middle East, and about 
one-fifth from the Western Hemisphere. An increase 
of over 30 per cent in one year is quite exceptional. 
The very substantial rise in consumption is the most 
important, but not the only, cause of this increase in 
imports; consumption of refined products in Western 
Europe, according to the Oil Committee of the 
O.E.E.C., was in 1950-51 only about 18 per cent higher 
than in 1949-50 (years ending on June 30). In addi 
tion to the building up of stocks which a larger trade 
necessitates, considerable quantities of crude oil have 
recently been imported to provide stocks for new 
refineries. Also, with the change-over to home refining, 
it has been necessary to increase the level of crude oil 
imports so as to produce some of the bunker fuel that 
was formerly imported as such in bond, and did not 
therefore appear in local import statistics. Oil imports 
will probably continue to rise in the near future, with 
consequent demand upon tanker space, though scarcely 
at the same rate as recently. The higher shipments of 
crude oil needed for creating working stocks for new 
or enlarged refineries are non-recurring, while the rising 
curve of inland demand for refined products is expected 
to flatten out now that much of the postwar recon 
struction work has been completed or nearly completed. 
The O.E.E.C, Oil Committee anticipates only a 9 per 
cent increase in inland demand between 1950-51 and 
1951-52. 


American Coal Exports 


As a result of recent discussions with representatives 
of the Organisation of European Economic Cooperation, 
the ECA Transportation Director, Col. Arthur G. Syran, 
has requested the U.S. National Shipping Authority to 
reactivate an additional 100 Liberty ships from the 
reserve fleet. ECA requested that the 100 additional 
vessels be placed in service between October 15 and 
November 30, and that they be used exclusively to 
carry coal to Western Europe. The American Merchant 
Marine Institute reports that when allocated by NSA 
these vessels will bring to 402 the number of reserve 
fleet ships reactivated. Because of the shortage of ships 
and the limited port capacity, O.E.E.C. has agreed to 
limit its U.S. coal imports to 17,000,000 tons for the 
six-month period ending December 31, although its 
stated requirements are far higher. In an effort to step 
up the flow of U.S. coal to Western Europe, the Office 
of International Trade has instituted export controls 
on coal to all countries except Canada. Col. Syran 
returned recently from a tour of Western European 
nations and consulted with O.E.E.C. officials in Paris on 
problems concerning the coal movement. He revealed 
that O.E.E.C. has agreed to route a considerable portion 
of ECA-financed coal shipments through Baltimore, 
Philadelphia, Charleston and Mobile, since facilities at 
Hampton Roads have become congested. 


British Coal Exports 


AccorpDING to the Trade and Navigation Returns, 
exports of coal from the United Kingdom during Sep 
tember recovered from the lower August total and were 
700,175 tons, compared with 640,364 tons. For the 
first nine months of this year the total was 5,334,273 
tons, against 10,971,022 tons in the same period last 
year. The value of last month’s exports was £2,553,450 
(£2,227,172), and for the nine months of this year 


totalled €19,486,181 (£40,487,393). Coal shipped for the 
use of British ships engaged in the foreign trade 
(including fishing vessels) totalled 219,048 tons in 
September and 80,067 tons for ships of other flags, 
compared with 235,245 tons and 89,695 tons respectively 
in August. Exports of refined petroleum, ete., showed 
little change on the month, being 974 million gallons, 
as compared with 98 million gallons. Imports of crude 
petroleum fell from 451 million gallons in August 
to 407.5 million gallons last month, over half 
the total coming from Bahrein, Kuwait, Quatar and 
Trucial Oman, and more than a quarter from Saudi 
Arabia. Oil fuel shipped for the use of vessels engaged 
in the foreign trade (including fishing vessels) totalled 
60,100,000 gallons in September, compared — with 
66,039,000 gallons in August. 


Shorter Notes 


Tus vear’s shioments of coal from Spitzbergen will total 
about 470,000 tons when the season ends in mid-November. 
This is the largest amount shipped in one season, and 
exceeds last year’s shipments by about 100,000 tons, 


INFORMATION has been received by Lambert Brothers, Ltd., 
that the decision to discontinue the sale of coal bunkers at 
the Panama Canal at the end of this year has been amended. 
It has now been arranged for the Cristobal plant to be main 
tained in overating condition until June 30, 1952, unless the 
supply on hand should be exhausted before that date. 


IN tHE week ending on October 6, coal exvorts from the 
U.K. amounted to 204,000 tons, which compares with 228,000 
tons in the corresponding week last year, The total for the 
first 40 weeks of the vear is 5,716,000 tons (40 weeks of 1950: 
10,765,000 tons). Over the same period, bunkers have totalled 
2,889,000 tons in 1951, as against 3,171,000 tons in 1950. 


Ar THE monthly meeting of the Blyth Harbour Commission, 
it was reported that coal shipments from Blyth in September 
were 549,441 tons, against 535,874 tons last vear, For the 
first nine months of the year, shipments were 4,679,476 tons, 
an increase of 56,719 tons on last year, and 456,170 tons 
higher than 1938, 


Coat and coke shinments from the Tyne during September 
amounted to 726,930 tons, a decrease of 33 ver cent on 1938 
and nearly 5 per cent less than last year. For the first 
nine months of the year shipments were 6,371,482. tons, 
against 7,152,557 tons in 1950 and 9.453.543 tons in 1938 
Shipments to foreign vorts this year are down 707,793 tons 
on last year, and shipments to London uv by 86,393 tons. 
Shipments to other coastwise ports are also down by 
128,827 tons. 


Ir is announced by Wilson, Sons & Co., Ltd., that owing 
to restrictions on the suvply of coal and oil bunkers at 
Brazilian ports which the Brazilian Government has found 
it necessary to impose, steamers are liable to considerabl 
delay if owners do not comply with certain formalities before 
vessels’ arrival in port. It is, therefore, desirable that owners 
should consult their agents before committing vessels to 
bunker at Brazilian vorts, The vrincivle on which the 
Brazilian authorities are working is to suovly only sufficient 
coal or oil to take a vessel to her next vort of call. 





OFFICIAL NOTICES 
Increase of Capital 


Tyne Gancway Co.. Lrp., ships’ fittings manufacturers, 
etc., Benton Way, Wallsend, Northumberland, ncreased 
by £4,000, in £1 ordinary shares, bevond the registered 
capital of £2,000, 


Prince or Wares Dry Dock Co., Swansea, Lrp., Swansea 
Increased by £250,000, in 10s. ordinary shares, beyond thy 
registered capital of £250,000. 


SuPERHEATER Co., Lrp., 53 Haymarket, London, S.W.] 
Increased by £159,000, in 5s. ‘‘A’’ ordinary shares, beyond 
the registered capital of £600,000. : 
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TWO ITALIAN PASSENGER LINERS 


CONVERSIONS FROM AIRCRAFT CARRIERS 


[wo turbine-driven passenger liners, the Roma and 
Sydney, have recently joined the Flota Lauro for the 
company’s service to Australia. The two vessels have 
had an interesting history. Built in the United States 
in 1942 as escort aircraft carriers on C3-type cargo ship 
hulls, they were transferred to Great Britain under 
Lend-Lease, and served throughout the remainder of 
the war as H.M. ships Atheling and Fencer, respec 
tively. After the war they were returned to the United 
States with other Lend-Lease vessels, and were later 
sold by the U.S. Maritime Commission to the Flota 
Lauro. 
I'he conversion work has naturally been extensive. 
The work has been carried out to the highest classifi 
ition of the Registro Navale Italiano and of the 
American Bureau of Shipping, and the ships now 
mply with the requirements of the 1948 Safety of Life 
it Sea Convention. No alteration has been made to 
the underwater form of the vessels, which is of the 
rmal C3 type. This follows the American style with 
centre of buoyancy well forward of amidships, 
resulting in lines which are particularly full forward 
| fined out aft. The original machinery has also been 
tained with the exception of the propellers (the ships 
single-screw) which have been replaced by others 
higher efficiency made by Zeise. 
Che principal particulars of the Roma and Sydney 
is follows: 
Length overall 493 fc 
Length b.p 465 fc 
Beam overall 69 ft. 6 in 
Depth to main deck 33 ft. 6 in 
Gross tonnage 15,054 
Cargo capacity 
Refrigerated space 
General cargo 
Passengers 
First class 92 
Third class 
Service speed 


11,800 cu. fe 
3,000 tons 


666 
18 knots 


Che two ships have four continuous decks, with seven 
vatertight bulkheads dividing off three general cargo 
ls, the refrigerated space, a hold for baggage and 
tores, and the machinery compartments. 
The passenger accommodation is shown in_ the 
mpanying drawings. As may be seen, the first 
accommodation occupies two of the superstructure 
ks, while the 666  tourist-class passengers are 
»ymmodated on the three lower decks. It is notable 
hat although on account of their smaller numbers the 


first-class passengers naturally have more space per 
passenger available to them in their public rooms than 
have the tourists, the range of public rooms available 
to the two classes is the same, consisting in each case 
of dining saloon, lounge, smoking room, card room, 
children’s playroom and ladies’ room. In addition, 
each class has its own swimming pool and lido. Both 
classes also have open-air cinemas, one of which is 
shown in an accompanying illustration. First-class 
passengers are accommodated in single and two-berth 
cabins, and tourist-class passengers in two and four 
berth cabins. 

Throughout the passenger accommodation particular 
care has been taken to minimise the risk of fire. Exten 


First-class double-berth cabin 
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Tourist-class ladies’ room 


sive use has been made of ** Marinite,’’ and all parti 
tions are either of this material or of metal. The 
linings of cabins and public rooms are of Marinite. The 
furniture in the public rooms is of fireproofed timbers 
of various sorts, and that in the cabins is of metal with 
wood ornamentation. Formica is used extensively for 
table tops. The ships have received the “A” classi 
fication under the 1948 International Convention. The 
firefighting plant consists of a CO: plant, with a network 
of fire detectors of modern type. 

The styling of the interior accommodation is attrac 
tive, and is, indeed, typical of much modern Italian 
work in this field. Although in general an endeavour 
has been made to achieve the simplicity that is in 
keeping with modern ideas as well as with modern 
pockets, the first-class accommodation shows those 
touches which give a feeling of luxury to the traveller. 
Indirect fluorescent lighting is used in the public rooms, 
the necessary alternating current being supplied by con 
verter sets working off the ships’ D.C. mains. Air 
heating and conditioning, as well as general ventilation, 
are regulated by fans operated from four central control 
panels distributed on the different decks. Five electric 
Freon refrigerating sets, supplied by Termomeccanica, 
of La Spezia, are used for air conditioning and _ refri 
geration. 

All navigating and engineer officers have accommo 
dation on the boat deck, while the crew is housed prin 
cipally forward and aft. 

The three general cargo holds are served by three 
hatches, one forward and two aft. These are equipped 
with six derricks with electric cargo winches. Ships’ 


stores are handled by special conveyors, and baggage 
by belt conveyors. Inside the ships there are a num 
her of goods lifts in addition to the two passenger lifts. 

Navigational equipment includes Marconi radar and 
echosounders, and Sperry gyrocompass and gyropilots. 
Four of the lifeboats in each ship are propelled by 
Fleming gear, and two by 40-h.p. diesel engines. The 
davits are electrically operated. 

The original propelling machinery has been retained, 
and this, like the hulls of the two ships, is of normal 
C3 type. It comprises a G.E.C. turbine set, with high 
pressure and low pressure turbines, coupled to the pro 
peller shaft through double-reduction gearing. It 
develops a normal output of 8,500 h.p. at 85 r.p.m. and 
a maximum output of 9,350 h.p. at 87.7 r.p.m. As 
hircraft carriers this class of ship was credited with 
a speed of 16 to 16.5 knots at 8,500 h.p. This increase 
of about a knot on the normal service speed of the C3 
cargo ship was achieved through the lighter condition 
in which the ships operated as carriers. Part of the 
further increase to 18 knots service speed now achieved 
will be due to the improved propellers fitted, but it may 
also be due to higher steam conditions being employed 
or to the draught being still further reduced. 

Steam at 440 lb. per sq. in. and 740 deg. F. at the 
steam strainer inlet is supplied by two Foster Wheeler 
boilers. Electricity is supplied by four turbo-genera 
tors, each of 250 kW D.C. capacity, and a diesel 
generator of 270 kW. 

The auxiliary machinery is electrically driven. The 
steering gear is of the electro-hydraulic type, with four 
rams, and there are electric anchor and warping wind 
lasses. 





SeNpeERS of parcels containing nuts, bolts, small machine 
parts and other similar objects are urged by the Post Office 
to use hessian as an inner wrapping, as it has been found 
by experience that these small heavy articles will burst 
through all but the strongest wrappings while in the Post. 


Tue British Government has bought nine sunken Japanese 
ships lying off the Solomon Islands as part of a £500,000 
purchase of scrap iron in this area, It is hoped to refloat two 
10,000-tons ships, patch them up, load them with scrap, and 
tow them to England, 


PUBLIC SPACES IN 
THE “ROMA” AND 
“SYDNEY”’ 


Above: The first-class hall 


Left: The sun deck, showing th: 
first-class cinema 
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ROUND THE SHIPYARDS 
Work in Progress in Northern Ireland 
By THE SHIPPING WORLD’S Own Correspondent 


PHREE more orders, two cargo motor vessels and the 
ther an oil tanker, have been added this month to the 
long list of ships in Harland & Wolff’s programme of 
new construction at Belfast. One cargo vessel is the 
second contract placed by Alfred Holt & Company, both 
of which are sister ships to the Ascanius (7,600 tons), 
delivered by the yard last year. In the case of the 
latest order, however, the accommodation for 12 
passengers will be omitted from the specification. The 
builders are also to supply a Harland-B. & W. diesel 
for a similar vessel to be built by Vickers-Armstrongs, 
Ltd., Walker-on-Tyne. The third ship in this Blue 
Funnel series will be propelled by the same type of 
machinery built under licence by J. G. Kincaid & Co., 
Ltd., Greenock. 

A further order for a cargo liner of 9,000 tons d.w. 
has been placed by Mr. Svend Foyn Bruun (Pelagos 
A/S Hvalfangerselskapet), of Tonsberg. This will be 
propelled by a Harland-B. & W. diesel engine giving a 
speed of 14) knots loaded, and is due for delivery in 
1954. The contract is notable as being the first cargo 
ship secured by Harland & Wolff, Ltd., from Norway. 
All the other Norwegian vessels placed at Belfast have 
heen oil tankers, with the exception of the whaling 
factory ship Thorshavet. - 

The oil tanker has been ordered by Skibs A/S 
Dalfonn (Mr. Sigval Bergesen), Stavanger, and will be 
of about 18,700 tons d.w. An unusual feature of the 
vessel is that she will be driven by geared turbines. 
Harland & Wolff, Ltd., earlier this year, completed for 
the same owners the tanker Dalfonn, one of a group 
of ships of 24,000 tons d.w. for Norway. — Since the 
24,000 tonners were ordered (the last, the France Stove, 
for Lorentzen’s Rederi Co., Oslo, is now completing at 
Belfast) ships of between 18,000 and 19,000 tons d.w. 
have become more in demand. 


Whaling | Factory Ship Delivered 


Following the handing over of the Union-Castle inter 
mediate liner Rhodesia Castle (17,300 tons gross) on 
October 6, the builders also delivered the whaling fac 
tory ship Juan Peron (23,000 tons) to the Compania 
Argentina de Pesca, Buenos Aires. This is the largest 
ship of her kind in the world, but owing to the lack 
of the requisite number of whalecatchers she will not 
he employed in the Antarctic this season. On her 
departure from Belfast she was due to load oil in the 
Dutch West Indies. The Juan Peron was originally 
intended to complete in September last year, but was 
held up at the owners’ request. She is the third 
whaling factory ship built by Harland & Wolff since 
the war, and like the Norwegian Thorshavet is powered 
by two diesel engines, and has extensive factory equip 
ment. 

Other ships now fitting out at the Queen’s Island 
ire the Kenya Castle, a sister ship of the Rhodesta 
Castle, due to be delivered early in the new year, the 
Port Nelson, which will run trials at the end of October, 
ind a cargo liner, the Eastern Star, for the Australia- 
China Line, Ltd. The aircraft carrier H.M.S. Eagle 
will be commissioned by the Royal Navy this month, 
which will allow a greater effort to be concentrated on 
the smaller carriers Centaur and Bulwark. Ships re- 
ently dealt with by the repair department have 
neluded the oil tankers Derwentfield, Laganfield and 
Esso Cristobal, the Union-Castle cargo vessel Good 
Hope Castle and the Railway Executive passenger 
steamer Duke of York. 





The BEAMA Guide to British Electrodes, prepared by the 
re welding section of the British Electrical & Allied Manu 
cturers’ Association, includes a brief description of the 
sritish Classification of Electrodes. now vublished by_ the 
British Standards Institution as B.S. 1719:1951, and advice 
n how to use the classification. 
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Shipbuilding in India 
New Government Undertaking 


By a Special Correspondent 


Tue Government of India and the Scindia Steam Navi- 
gation Company have provisionally arrived at an agree 
ment on the formation of the new joint shipbuilding 
venture. The new company, which will be entirely 
under the management of the Government of India, is 
expected to function from January 1, 1952, when the 
Government takes over the Scindia’s shipbuilding yard 
at Vizagapatam. The Scindia directors are said to 
have formally approved the scheme in general and have 
authorised Mr. N. Dandekar, chief executive officer, 
to conduct further negotiations over final details. 

Mr. Dandekar said that the new company would have 
a capital of Rs. 30,500,000 and would build ships to 
meet the requirements of India’s coastal trade. The 
Government of India will have two-thirds of the share 
in the enterprise, while the rest will be subscribed by 
Scindia. The Government of India is stated to be seek 
ing the help of three foreign experts for the develop 
ment of the shipyard at Vizagapatam. The Govern- 
ment has also agreed to give a subsidy of Rs. 8,000,000 
to Scindia towards five ships built two years ago. The 
Scindia company had asked for a subsidy — of 
Rs. 12,000,000, but in view of the increased prices of 
ships the subsidy was reduced. 

Mr. M. A. Master, former president of the Federation 
of Indian Chambers of Commerce, said that it was not 
possible to construct ships at Vizagapatam at the same 
cost as in the United Kingdom. He said that if the 
yard was developed and eight ships were built annually 
there, instead of the present two or three, there would 
he a considerable reduction in the cost. The success of 
the shipbuilding would also depend on the Government 
establishing works for the manufacture of engines and 
boilers for ships in the country. 


Improving Tonnage Position 


According to official sources, India is expected to be 
self-sufficient in coastal shipping by January, 1952. 
Even though the total reservation of coastal shipping 
for India shipping was not achieved during the stipu 
lated period ending August, 1951, due to world ship 
ping shortage, it was pointed out that Indianisation 
of coastal shipping became virtually accomplished in 
the course of the first five months of the current year, 
and only a negligible proportion of foreign shipping is 
now plying on the Indian coast. The Indian tonnage 
position has gradually, but steadily, improved since 
1948 when the Government of India brought coastal 
shipping under control and introduced a licensing pro- 
cedure. In 1948 the Indian tonnage plying was about 
150,000, or 53 per cent of the total tonnage operating 
on the coast. In 1949 it was 192,000 tons or 62 per 
cent of the total; in 1950 it was 200,000 tons or 82 per 
cent; and at the end of May this year 209,101 tons or 
94 per cent of the total. The total amount of cargo 
carried on the Indian coast by ships amounted to about 
300,000 tons, of which about half was coal for the rail- 
ways and industries and the rest food, salt and other 
commodities. The Government of India has taken steps 
to ensure the carriage of a definite percentage of cargo 
by Indian ships on the overseas routes: for example, 
about 50 per cent on the Burma-Ceylon-Malaya run 
and about 40 per cent on the India-Australia run. 








The summer number of Howden'’s Quarterly contains an 
article on the Howden-Lysholm compressor, in addition to 
a number of lighter articles and company news. 

Following the successful introduction earlier this year of 
their Radian (new type) electrode for mild steel welding, the 
Quasi-Are Co., Ltd., have now issued a technical circular 
giving details of the mechanical properties and chemical 
composition, welding technique, deposition and packing data, 
as well as the applications and characteristics of the elec 
trode. 
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PORTS OF THE WORLD 
(Sth Edition) 


ENTIRELY REVISED EACH YEAR 
& 


® = This Directory, containing comprehensive particulars relating 
to every Port and Harbour in the British Isles and Foreign and 
all Colonial Ports of any importance, is the only book of its 
kind which is published ANNUALLY, and therefore, gives 
the most up-to-date information available in this form. 


Presenting, accurate data regarding: PORT FACILITIES — 
DISCHARGING — CRANEAGE — BUNKERING — PORT 
DUES — DRY DOCKING — TIDES — PILOTAGE—TOWAGE, 
etc., etc., this publication has proved an indispensable book of 
reference for Shipowners, Shipmasters, Charterers, Naval 
Architects and many others. 


Prick 60/- 


Published by : 
THE SHIPPING WORLD LTD., |, ARUNDEL ST., LONDON, W.C.2. Phone : TEMPLE BAR 2523 














wn ele of 


tegot 
PATENT STEEL HATCH CEVERS 


With an average breadth of 
24ft. have been fitted to 1,500,009 
gross tons of shipping, with 
satisfactory results. 

With this experience behind us 
hatch cover problems can safely 
be placed in our hands 
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LLOYD’S REGISTER SHIPBUILDING RETURNS 


MERCHANT VESSELS UNDER CONSTRUCTION AT THE END OF SEPTEMBER, 1951 


Tue statistics compiled by Lloyd’s Register of Shipping show 
that merchant vessels under construction in Great Britain 
and Northern ireland at the end of September totalled 368 
ships of 2,271,640 tons gross, an increase of 23 ships and 
157,321 tons compared with the previous quarter and the 
highest tonnage recorded since December 1921. Of the total, 
93 shins of 526,348 tons were fitting out afloat, and 275 of 

745,292 tons were still to be launched. Plans had been 
approved or material ordered for an additional 277 ships 
of 1,989,706 tons, making a total of 645 shins of 4,261,346 
tons under construction and preparing, compared with 600 
ships of 3,955,170 at the end of June. Tonnage building for 
export amounts to 119 shins of 801,877 tons, 72,564 tons more 
than in June, and represents 35.3 per cent of the total under 
construction, Oil tankers of 1,000 tons gross and over 
totalled 108 shins of 1,255,754 tons, an increase of 7 ships 
and 73,999 tons (55.3 ver cent of the total). 

Steamships and motorships under construction abroad 
totalled 834 shivs of 3,192,862 tons gross, a decrease of 
24,033 tons compared with the June quarter. The totals for 
leading countries abroad, with tonnage fluctuations com 
pared with the previous auarter, are as follows: 

ne 
297.476 (+ 2,180) 
263,670 ( — 47,663) 


ns 

France 482,347 ( - 42,984) Holland 
Japan 448,135 ( -72,530) Italy 
Germany 430,927 ( + 43,074) Norway 110,974 ( — 11,352) 
U.S.A 377,315 (+ 43,653) Denmark 110,025 ( 6,365) 
Sweden 335,494 (. 19,639) Spain 97,260 (— 10,975) 


Of the tonnage being built abroad, 847,408 tons (26.5 per 
cent) are intended for registration elsewhere than in the 
country of build or for sale, including 182,059 tons for 


Merchant Ships Under Construction in the World 
(Excluding ships of less than 100 tons gross) 
Steamers Motorships Total * 
Percentage 


Cour s Tons Tons of World 


‘ T 
Build Gross 5 Gross Gross Tonnage 


British 
Commonwealth 
Great Britain and 
N. Ireland 858,695 1,412,945 
Australia 6 19,300 
Canada 3,425 
Other , 
Commonwealth 
Countries 500) 
Belgium 35,840 80,840 
Denmark 107,775 110,025 
Finland ! 12,104 22,179 
France 340,157 482,347 
Germany 429,426 
Holland 276,252 
Indonesia - 442 
Irish Republic . — 
Iealyt 228,670 
Japan 314,350 
91,184 
3,650 
71,044 
316,284 335,494 


2,271,640 


113,604 


nv 
° 
@ 


—NOON MOOS OMAOB 


A—-ONnMAOOUN@DMON— 
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U.S. of America 
Atlantic Coast 5,400 
Gulf Ports 601 | 
Pacific Coast - — | 
Great Lakes 108,600 7,814 
Uruguay - - 3,624 3,624 
Yugoslavia - 13,800 13,800 


377,315 


World Total 289 1,769,915 913 3,694,587 1,202 5,464,502 100.00 
* In Great Britain and Northern Ireland there are under construction 5! non- 
propelled craft of 10,432 tons, which are not included in the above figures. Non- 
propelled craft under construction abroad are not included 
Including six motorships of 61,800 tons under construction in the Free 
Territory of Trieste 


Oil Tankers Under Construction in the World 
(Excluding those of less than | ,000 tons gross) 
Steam Motor 
Country of Build N Tons No Tons 
Gross Gross 
British Commonwealth :— 
Great Britain and N. Ireland 429,950 825,804 
Other Commonwealth 
Countries 12,500 _ 
Belgium 11,000 24,000 
Denmark _ 58,900 
Finland _ 1,104 
17,500 5 78,228 


— 


12,300 


wv 
SA—-NDNOND 


United States of America 56, 100 


World Total 539,350 2,243,989 


Norway, 107,500 tons for Panama, 80,849 tons for Russia, 
70,654 tons for Brazil, 63,789 tons for France, 60,250 tons 
for Sweden, 58,800 tons for Portugal, and 50,040 tons for 
Switzerland, The countries abroad in which the largest 
amounts of such tonnage are being built are Holland (201,402 
tons), Sweden (195,234 tons), and Germany (182,014 tons), 
representing 67.7, 58.2 and 42.2 per cent re svectively of 
the tonnage under construction in those countries. Oil 
tankers of 1,000 tons and upwards under construction abroad 
totalled 91 ships, of 988,235 tons, which is 123,653 tons more 
than in June last. Tankers represent 31 ver cent of the 
total tonnage being built abroad. 

There were under construction in the world 1,202 ships, of 
5,464,502 tons gross, of which 41.6 ver cent is being built 
in Great Britain and Northern Ireland. The total shows 
an increase of 133,288 tons comvared with the previous 
quarter, The total tonnage under construction in the world 
for countries other than the country of build amounts to 
1,649,285 tons, of which 48.6 ver cent is being built in Great 
Britain and Northern Ireland. The countries ‘‘importing” 
the largest amounts of new tonnage are Norway (425,450 
tons), Panama (221,110 tons), Brazil (118,422 tons), Liberia 
(117,930 tons), and that the countries making the largest 
additions to their existing fleets are Great Britain (1,469,763 
tons), France (561,566 tons), Norway (536,424 tons), Japan 
(418,555 tons), and the U.S.A. (867,615 tons). 


Registration of Ships Under Construction 


Country of Build 
Great Britair Holland Sweden 
and N. Ireland 


For Registration ir 


No Tons c Tons 
Gross Gross 
Great Britain and Northern 
Ireland 2 1,469,763 
Other British Common- 
wealth Countries 64,904 
Argentina 
Belgium 
Brazil 
Burma 
Chile 
Costa Rica 
Denmark 
Egypt 
Finland 
France 
Holland s 96,074 
Iceland 
Indonesia — 500 
Irish Republic es 
Israel 2,340 
Liberia _ = 
Norway 22,880 
Panama 113,610 16,500 
Poland —_ — — 
Portugual 2,950 2,000 
Russia - 22,000 
Spain _ —_ 
Sweden 22,608 19,000 
Switzerland 5,750 5,000 
Turkey 1,900 5.300 
Uruguay 4,950 - 
Venezuela 4,200 
Country not stated 94,500 


J--Iwmlllw 


IBIS --el Il Ill 


Total under construction 2,271,640 297,476 335,494 
For registration country of 
build 1,469,763 96,074 22 140,260 


For registration in other 
countries 19 801,877 43 201,402 46 195,234 


Ships Commenced, Launched and Completed 


Country of Build Commenced Launched 
No Tons N Tons 
Gross Gross 
Great Britain and N. Ireland 75 423,602 242,446 53 
Other British Common- 
wealth Countries 820 
Belgium 
Denmark 
Finland 
France 
Germany 
Holland 
Indonesia 
Italy 
Japan 
Norway 
Portugal 
Spain 
Sweden 
United States of America 
Yugoslavia 


Completed 
No T 


Tons 


9 

2 

8 

3 

, 16 
114,099 38 
67,327 38 
13 

22 

"i 

2 

13 

16 


ANN WONwW 


wa 


25.746 
17:960 
IB 115 3286 
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6,574 4.210 

85.429 82,620 
78,267 18,453 6 
900 — i = 
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World Total 
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970,110 779,380 250 
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Lounch of the “World Unity” 


Largest Tanker Building in Britain 


Tue largest tanker under construction in Great Britain, 
nd one of the largest so far launched in the world, the 
31,000 tons d.w. turbine steamship World Unity has 
een launched from the Barrow-in-Furness yard of 
Vickers-Armstrongs, Ltd., for the North American 
Shipping & Trading Co. (London), Ltd., (Mr. Stavros 
S. Niarchos). The naming ceremony was performed by 
Mrs. J. W. Platt, wife of Mr. J. W. Platt, a managing 
lirector of the Shell Petroleum Co., Ltd., and the 
Anglo-Saxon Petroleum Co., Ltd., to whom the vessel 
s chartered. A sister ship for the same owner is on 
the adjoining berth, and Vickers-Armstrongs, Ltd., has 
our slightly larger vessels on order (each of about 
32,500 tons d.w.), as well as four 20,000-tonners at the 
Walker-on-Tyne yard. Mr. Niarchos also has four 
nore 20,000-tonners under construction, two in Sweden 
ind two in the Netherlands. 

Speaking after the launch Sir Robert Micklem, chair 
man of the builders, said that the World Unity was the 
first ship they had built to the dual classification of 
Lloyd’s Register and the American Bureau of Shipping. 
Welcoming the guests, Sir Robert particularly men 
tioned Mr. Saunders, of the Metropolitan Life Assurance 
Company of America which, with’ the National City 
gunk of New York, was assisting in the financing of 
the large fleet owned by Mr. Niarchos. Mr. and Mrs. 
Saunders had flown from New York the day before the 
launch and would return the day after. Mr. J. W. Platt 
paid tribute to the large part played in the oil industry 
by the individual operators of tankers, who owned 
nearly half of the world tanker fleet of 28,000,000 tons, 
representing an investment in the order of £650,000,000. 
When the current programme was completed Mr. 
Niarchos would be the largest individual operator of 
tankers, with a fleet of more than 750,000 tons d.w. 
Sir Ronald Weeks, chairman of Vickers, Ltd., who was 
n the chair, said that the World Unity was a splendid 
example of international cooperation, and Mr. 
Niarchos replied. A new passenger liner for the Orient 
Line, similar to the Oronsay, will be laid down on the 

erth vacated by the World Unity. 

The principal characteristics of the World Unity are 
is follows: 

Length overall 653 ft 
Length b.p 6 fc 
Breadth moulded ft 

Depth to upper deck 45 fc. 9 ir 
Deadweight on summer draught 31,000 tons 

The ship is all welded, except for the upper deck 
stringer bar and the seams of the bilge strake. Longi 
tudinal framing has been adopted on the shell and on 
the upper deck from the forepeak bulkhead to the 
hoiler-room bulkhead, with transverse framing and 
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Mr. J. W. Platt, Mr. R. J. E. Dodds, Sir Robert Micklem and 
Mr. Stavros S. Niarchos at the launch of the ‘* World 
Unity”’ 


beams at the ends. Twin longitudinal bulkheads divide 
the cargo tanks into 30 compartments. 

A sea speed of 15 knots will be afforded by a set of 
Parsons type Pametrada design geared steam turbines, 
driving a single screw. The turbines will develop a 
service power of 12,500 s.h.p. and a maximum of 13,750 
s-h.p. with propeller revolutions of 100 and 103° per 
minute respectively. Steam will be supplied at 420 Ib. 
per sq. in., superheated to 740 deg. F. Alternating 
current will be supplied at 440 volts, 3-phase, 60 cycles, 
by two geared turbo-alternators each of 500-kKW capa 
city, with one diesel alternator of 100 kW as an alter 
native means of supply. A connection box is provided 
to which shore cables can be coupled to the main 
switchboard, 





New High Tensile Steel Barges 


Tukee barges of a new type now being built for inland 
vaterways in the North Western Division of the Dock & In 
land Waterways Executive by the Fairmile Construction Co., 
will carry 10 per cent more cargo than their predecessors 
of the same size and draught. This increased efficiency has 
been won by using welded high-tensile steel instead of 
riveted mild steel. The saving in weight offsets the cost 
of the high tensile steel, The increased capacity of about 
t{ tons is made up of about # tons due to high tensile steel 
ind } tons due to welded joints. The new method of con 
struction has been adovted experimentally on the proposal 
of the Executive's research department, which collaborated 
in prevaring the designs. 


An artist’s impression of the tanker ‘‘ World Unity”’ 
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AUTOMATIC COMBUSTION CONTROL 


ADVANTAGES AND DISADVANTAGES OF THE HAGAN SYSTEM 


By J. E. O’BREEN, 


SO MANY new ships are now being equivved with automatic 
combustion control that it may well cause the marine engi 
neer who has not had the ovvortunity of familiarising him 
self with this equipment to query the reason for this trend. 
Such a question is all the more understandable in view of 
the fact that automatic boiler control has been in successful 
operation on land installations for well over 20 years, and 
it is perhaps surprising that it has not until recently been 
generally applied to shins. Before dealing with the reasons 
for this delay, it may be as well to consider the advantages 
and disadvantages of such control gear. The disadvantages 
often mentioned by those who have no first hand experience 
of present day design of control equipment can be listed as 
follows : 

1. Additional gear has to be 

attention. 

2. Considerable first cost, 

3. Maintenance by experts. 

4. Additional weight. 

5. Additional space. 

6. Reduced reliability of the boiler plant. 

7. Difficulty in training new crews in its use. 

None of these disadvantages is serious, as will be ex 
plained, and they are more than outweighed by the great 
advantages which can be derived from automatic operation 
of the boilers, which can be listed as follows :- 

1. Fuel saving. 

2. Increased flexibility of operation, 

3. Centralised control. 

t. Possibility of obtaining a slightly larger peak load from 

the boilers and of varying the load much more quickly 

5. Greater reliability of operation of the boilers, 

6. Less need for a highly trained boiler crew. 

7. Possibility of overating the boilers with unskilled per 
sonnel in an emergency. 

One of the most important advantages is undoubtedly the 
saving of fuel. How much this will be cannot be easily 
estimated, since it will depend not only on the tyve of boiler 
and burners used, but also on the nature of the load, and 
weather conditions, It is, however, usually possible to re 
duce the fuel consumption considerably, as will be seen from 
the data given below, The Liberty shin Harmac Crofton, 
one of the first to be equipped with Hagan control, showed 
after this control had been fitted, an increase of 1.33 miles 
per ton of fuel, which represented a saving of approximately 
$22.50 per day, or $4,500 for a 200-days’ steaming year. 
These figures, based on 24 trios without Hagan control and 
one trio with control on board this ship, are as follows: 


installed, requiring extra 


Average Average fuel Miles Tons 
distance consumption per per 
(Miles) (tons) ton day 
Without control 10,969 1,103 10.0 25.1 
With Hagan control 8,854 780 11.33 22.5 


% 
3 COMBISTION AM PRESSURE (CREASES 


control diagram 


F.Inst.F., M.1.Mech.E. 


These results were obtained on the Harmac Crofton, 
operated by the Canadian Transvort Co., Ltd., during runs 
between Vancouver and England. Equally satisfactory and 
perhaps even better results can be obtained on short runs 
where frequent adjustment of the boiler outout is necessary. 
As a control system of first class design, for a shin similar 
to the Harmac Crofton, would not cost more than say 
£1,800, the first cost of installation would be recovered in 
about 225 sailing days. Even if the actual saving were only 
one-third of the saving obtained in the instance mentioned, 
the combustion control would show a handsome return for 
the capital invested. Thus even when considering only the 
first of the advantages listed, combustion control is worth 
installing, while the second of the disadvantages cited is 
shown to be soon counterbalanced by savings in operat.on. 

The control, provided that it is suovlied by a firm having 
a wide experience in design and manufacture of this type 
of equipment, will give increased flexibility of operation 
(advantage 2). This is due to the fact that boilers under 
automatic control will resoond instantaneously to very small 
variations in the steam demand, long before an attendant 
would have noticed these and have taken any action to 
adjust the rate of combustion to suit the new load condi 
tions. The fuel saving referred to above results from the 
simultaneous adjustment of fuel and air, thus maintaining 
the required optimum relationshin between these two, 
whereas when an attendant makes a change in the rate of 
combustion it is easier for him—and therefore usually done 
to adjust the fuel only, resulting in large variations in CO. 

Centralised control (advantage 3) is of great value when 
starting up the boilers or when arriving at the point of 
destination when a large change in load can be anticipated. 


Centralised Control 


The automatic combustion control embodies for this pur 
pose relays and automatic-manual switching valves mounted 
on a panel together with the necessary control air pressure 
gauges. When very large changes can be exvected, it is 
possible, by going over to remote manual control on the 
relays vrovided, to increase the steam pressure in anticipa 
tion of an expected load increase or to reduce the pressure 
when it is known that the load will shortly dron off to a 
minimum, 

Point 6 of the disadvantages should now be dealt with. 
If at any time one of the regulators should not function 
properly, then part of this centralised remote control can 
be brought into use. If this too should fail, or if the com 
pressed air supply fails, it is still possible to go back to 
the usual manual control and overate the boilers as if there 
were no automatic control gear. It is therefore incorrect 
to say that boiler availability is unfavourably affected by 
the installation of combustion control gear. On the con 
trary, as a result of smoother operation, the vessibility of 


5 tuners 
LLL 
a CRC ave 


m Peessunt 
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Fig. 2. The fuel control diagram 
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ly reduced Due to the fact that th 
m pressure is always kept at or very closely to the 
lesired point, it Is usually possible to meet sudden increase 
n load which could not be met with certainty with hand 
ntrolled boilers (advantage 4) as such increases might 
ke place when the pressure is ten or more vounds below 
Further, the efficiency (air 
fuel ratio) is always maintained at its maximum, which is 
ourse essential for maximum steam production, 
Great reliability (advantage 5) follows from the fact 
it the human element has to a great extent been elimi 
ted; this is of importance under very rough weather or 
Although it must always be 
lered of advantage to have properly trained boiler 
ittendants, it is possible when automatic control 1s 
ration to run the plant with overators who have only 
imited experience, after they have been given a few simple 
nstructions As manual labour is reduced to a minimum, 
boilers can be kept going in an emergency with personnel 
have no previous exverience at all, although engineer 
supervision in such a case is, of course, essential 
ivantage 7). Where time permits it is course always 
idvantage to instruct the crew as fully as possible in the 
tioning of the control apparatus, but as already stated 
not essential that the overators understand how the 
functions. Such instructions can if desired be given 
the vovage Disadvantage 7 in therefore be con 
s non-existent 


e predetermined pressure 


emergency conditions 


om 


Space and Weight Requirements 


snace and weight requirements, these are 
importance Experienced designers of control 

se the need for space saving and can install their 
positions where it does not interfere with other plant, but 
ere it is easily accessible. The weight of the complete con 


ear 


ol equipment for a boiler having a steam outout of between 
10,000 and 109,000 Ib. per hr. w.ll amount to about 8 ewt 
t this figure varies, of course, with the different manu 
turers (disadvantages 4 and 5) Maintenance is a very 
ant matter on board ship. The purchaser should 
erefore make sure that the gear he intends to install is 
tioning successfully under similar conditions elsewhere 


thout requiring frequent attention, maintenance and spare 


rts It 1 ilso of advantage to vurchase such control 
upment from a firm having a worldwide organisation, so 
it if at anv time spares or service should be reauired in 
me foreign port, the I n n be called uvon 

Considering the advant omatic overation§ in 


ition to the disadvantas 


rtainly surprising that 
the war only a f shins in Europe were 
ted with such apparatus 


s.s. Nieuw Am 


largest among these was 


erdam of the Holland-Amerika Line, 


re a simplified form of Hagan control was installed on 


oil burners. This control 
s in overation throughout the war years, when this 
5.000-tons liner served the Allied cause, The war, and 
eclally the fact that a large number of ** utility ’’ ships 
re bult in the U.S.A., changed these conditions com 
tely, Well over 1,000 ships of various designs built on 
other side of the Atlantic arrived here with automati 
rol, and though it would not be correct to say that this 
upment was 100 per cent satisfactory in every case, it 


rrow boilers with "* Bargeboer 


Fig. 3. The control panel 
layout 


in be stated that the consensus of opinion of the users 
(quite a number of these ships have now been taken over 
by Brit sh, Frenc h and other companies) has been decidedly 
in favour of automatic control, As a result of the exverience 
gained with these American vessels, several companies have 
considered it worth while when placing orders for new ships 
to specify automatic control, and a number of these, like 
the Velutina and San Silvestre, have already been added to 
the British mercantile marine. 

As there is little difference in’ vrincivle in the boiler 
installations of postwar ships, except in size, vressure and 
temperature of the steam, it may be useful to give the 
description of an automatic control installation on a tanker 
which, with a few modifications, could be avvlied to many 
other ships. In this particular instance the plant consists 
of two boilers, steam vressure 500 v.s.i., temverature 800 
deg. F. The control gear supplied is diagrammatically shown 
in the attached drawings and overates as follows: 

{ master pressure regulator is connected to the steam 
main and measures all variations in the vressure, It trans 
pneumatic control pressure which varies 
between the limits of 10 to 50 ».s.i.g. This control pressure 
is transmitted through small bore copper pining (dotted 
lines on the drawing) to two servomotors which operate 
dampers in the forced draught ducts to the burners, It will 
be noted that the control vressures when on automatic 
operation pass through two relays R2 and R38 by means 
f which a modification of the control pressure on the down 
tream side of the relay is vossible. If such a modification 
is effected it will immediately show un because the gauge 
indicating the control pressure (either ¢ or G4) will then 
ave a different reading from the gauge G1 showing control 
pressure sent out by the master regulator. 


lates these into 


As an alternative to regulating air to the burners auto 
matically in relation to the steam vressure, it is | vossible 
to regulate this air by hand by means of the relay RI which 
comes into operation immediately the switchi valve has 
been turned from the automatic to the manual position 
The control pressure transmitted to the servomotors will 
then be indicated on gauge G2. Having adiusted the airflow 

the burners as described above, it is now necessary to 
regulate the oilflow to the burners in the correct relation 
to the airflow, To obtain these results there is for each 
boiler a regulator which measures the actual flow of air 

s pressure drop between the windbox and the combustion 
chamber, This apparatus sends out a control pressure vary 
ing in relation to the airflow. The control pressure is taken 
to the bellows loading device of the oil valve mounted in 
a bypass of the piping from the oil pumos to the burners 
With this air/oil ratio control a maintenance of the required 
CO. over the whole range of overation is obtained, If, for 
instance, due to a variation of the qualitv of the oil, a 
different relationship between air and oil is reauired, then 
it is easy to make an adjustment by means of the hand 
wheel of the regulator. All the control gear, together with 
i number of indicating instruments, is mounted on a suit 
ible panel so that the attendant can closely watch the 
results obtained and make an alteration to the control 
setting by means of the handwheels of the various apparatus 
One outstanding feature of this system is that it is entirely 
safe in operation, as in the event of a falling off of the air 
supply, the oil is being reduced in quantity as well 
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NEW CONTRACTS 


Yards in Great Britain and Northern Ireland 
Approximate Tonnaoges 
Propelling Total 


Dimensions Speea 


Shipowners 


Strick Line 
Okeanoporos Shipping 
Co., Athens 


Coast Lines 


Svend Foyn Bruun 
Tonsberg 


Kon. Nederlandsche 
Stoomb. Maats., 
Amsterdam 


N.V. Spliethoff's 
Bevrachtings 
Amsterdam 
Tonnevolds 
Tankrederei A/S, 
Grimstad 
Agdesidens Rederi 
A/S, Arendal 
Foreign owners 


Empresa Hondurena 
de Vapores, 

Puerto Cortez 
Rabien & Stadtlander 
Bremen 

Central American 
$.S. Co., Panama 
Schleswig-Holstein 
owners 


Odin Reederei 
G.m.b.H., Lubeck 
Nordsee Deutsche 
Hochseefischerei 
Cuxhaven 


Shipowners 
River Lighterage 
Co 


Det Bergenske 
Damps 
British India 
S.N. Co 


Olsen & Ugelstad 
Oslo 


British Tanker 
Co 


North American 
Shipping & 
Trading Co 
(London) 

Nelson Harbour 
Board, New 
Zealand 

Federal S.N. Co 


* The 275 ft. forepart of the Rondefjel! is to be 


Shipowners 
Fishery Board for 
Scotland 


Stanhope S.S. Co 


British India 
S.N. Co 


Soc. di Nav 
Adriatica 


Rederi A'S 
Odfjell, Bergen 


Bachke & Co., 
Trondheim 


Rederi AB 
Strim, Stockholm 


A'S D/S 
Dannebrog, 
Copenhagen 


Type 


Cargo liner 
Cargo 


Coastal liners 


Cargo liner 


Cargo 


Coaster 


Tanker 


Cargo liner 
Tanker 


Fruit carriers 


Cargo 
Tankers 


Cargo 


Cargo 


Trawler 


Ship's Name 
or 
Yard No 


Annalee 


Castor 
(469) 

Chakrata 
(1882) 


Rondef jell 
(forepart)* 
(233) 

British Crown 
(1208) 


World Unity 
(999) 


Surrey 


Ship's Name 
and/or 
Yard No. 


Brenda 


(1453) 


Stanhope 
( 


$08) 


Chakdara 


Enotria (235) 


Hassel 


Hegra (368) 


Carlshamn 


Christianborg 


Gross Deadweight 


7 = 
10,850 


(ft.) 


(knots) 


13.25 


Machinery hp 
Diesel 
6-cy! 
Harland 
B.& W 
diesel 


4,400 John G 
Kincaid 


Shipbuilders 


John Readhead 
Bartram & Sons 


Type 
Swim 

barge 

Tanker 


Cargo 
liner 


Tanker 


Tanker 


Grab 
hopper 


dredger 


Cargo 
liner 


joined to the 290 ft. afterpart 


Type 
Fishery 
patrol 
vessel 
Cargo 


Cargo 
liner 


Pass. and 
cargo 
liner 

Tanker 


2,900 
(each) 


1,400 12 


9,000 -- 14.5 Diesel 
Commonwealth and Foreign Yards 

3,800 —j 13 7-cyl 
(each) 


Clark-Sulzer 
(each) diesel 


Shipbuilders 


2-str 


Stork diesel 


Werkspoor 


diesel 


11,400 


2,850 
(each) 


700 é 200.2 b.p 
584 . 73.8 
223.1 oa 


35.1» 13.8 
(draught) 


183.7 o.a 
28 «16.7 


LAUNCHES 


Yards in Great Britain and Northern !reland 


Approximate Tonnages 
Dimensions 
(ft.) 


99.125 - 21.8.75 


Speed 


Gross Deadweight (knots) 


455 b.p. - 62.5 
40.75 


602 0.a. and 

565 b.p. - 74.75 
35.83 

643 o.a. and 

610 b.p. - BI 
44.5 


653 o.a. and 
625 b.p. - 86 
45.75 


320 250 120 (long) 


8,400 10,780 469.5 . 64.5 
42 


TRIAL TRIPS 


Yards in Great Britain and Northern treland 


Approximate Tonnages 
Dimensions 
Deadweight (ft.) 


350 189.5 0.a. » 26 
115 


Speed 


Gross (knots) 


435 - $8.75 
29.5 


485 0.a. and 
455 b.p. - 62.5 
40.75 


Commonwealth and Foreign Yards 
5,200 2,250 360 o.a. 53 
33 


2,257 2,650 275 b.p. - 44.5 
18.25 


275 - 44 20.75 


313.67 » 43.5 
18 


SiS b.p. - 64 
38.5 


now being fitted with a Doxford diesel 


Propelling 
Machinery 
Non 
propelled 
Diesel 
6-cy! 6,800 
Doxford 
diesel 


6-cyl 
Doxford 
diesel 

Sin.-ser 
dble.-red 
geared 
turbine 

Dbie.-red 
geared 
turbine 


Diesel 


Diesel 


engine, by the Middle Docks & Engineer 


Propelling 
Machinery 


Tw.-ser 


-str 


6-cy! , 2-ser 
Sulzer 
diesel 
Compound 1,400 
steam 

Bauer-Wach 

turb 

Two 8-cy! 

2-str. geared 
diesels 

9-cyl., 2-str 

Sulzer 

diesel 


Cammell 


Laird 


and Chas. Hill 
(1 each) 


Harland & 


Wolff 


Belfast 


Scheeps 


Gebr 


Pot, Bolnes ; and 


C 


van der 


Giessen & Zonen 
Krimpen ad 
ijssel (2 each) 
Scheeps 


Voorwaarts 


Marcenshoek 
Gotaverken 
Gothenburg 


Eriksbergs 


Vegesack 


Acilas Werke 
Bremen 
Howaldtswerke 


Kiel 


Fr 


und 


Lurssen Jacht 


Bootswerft 


Vegesack 


Busumer 


Schifts 


Busum 
Schiffb.-Ges 

Unterweser, 

Bremerhaven 


irle 


Shipbuilders 


NE. Marine 


Eng 
Builders 
British Polar 

Engines 


N.E. Marine 


hipbuilders 


Stockholm 
Karistads M.V 
Kristinehamr 


Shipbuilders 
Richard 
Dunston, 
Thorne 
Chas 
Connell 
Swan, 
Hunter & 
Wigham 
Richardson 
Walker 
John Crown 


Cammell 
Laird 


Vickers 
Armstrongs 
Barrow 


Chas. Hill 


Alex 
Stephen 


ing Co., Ltd 


Shipbuilders 
Wm. Denny 


Short Bros 


Barclay 
Curle 


S.A 
Ansaldo, 
Leghorn 

Bergens M.V 


Nylands 
Verksted 
Oslo 

Ekensbergs 
Varf 
Stockholm 

Lindholmens 


Vary, 
Gothenburg 
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Cargo Motorship 
" Adolf Leonhardt ” 


NEW VESSEL FOR HAMBURG OWNERS 


A two-berth cabin for crew 


The Deutsche Werft-A.E.G. electric steering gear 


gree 


A view of the cylinder heads of the 
6-cylinder two-stroke single-acting 
M.A.N. diesel engine, with a cylinder 
diameter of 700 mm. and stroke of 
1,200 mm. 





Main starting platform of the 6-cylinder M.A.N. 
diesel engine 


Left: A view of the engine room, showing cooling 


water pumps and other auxiliary machinery 





1 he 


New German 
Cargo Motorship 


The cargo motorship Adolf Leonhardt has been 
built by Deutsche Werft, Hamburg, for 
Leonhardt & Blumberg, of Hamburg. Her first 
voyage was in the ore trade to Lulea, but in 
future voyages she will be engaged in carrying 
coal from the United States to Western Europe. 
A vessel of 7,200 tons gross, she has a dead- 
weight of 12,500 tons on a draught of 26 fe. 
The principal dimensions of the vessel are given 
in the following table :— 

Length o.a 512 ft 

Length b.p. 475 ic 

Breadth, moulded 63 ft.4 in 

Depth to second deck 31 ft. 2h ir 

Depth to first deck 39 ft. 2) in 
A service speed in loaded condition of 12 knots 
is maintained by a 6-cylinder diesel engine 
supplied by Maschinenfabrik Augsburg-Nurn- 
berg, Augsburg. This engine develops a total 

of 3,500 b.h.p. 


Officers’ messroom 


S/i1 ppu 


Crew’s dayroom 
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British Thomson-Houston Appointments 


The British Thomson-Houston Co., Ltd., recently 
announced the appointment of Mr. R. G. A. Dimmick 
as manager of the industrial motor sales department 
of the company, and Mr. H. R. Canning as manager of 
the marine department. Mr. Dimmick (left) entered 
the B.T.H. works as a student apprentice in 1932, 
three years later joining the industrial sales depart- 
ment. During the Second World War he worked in 
the research laboratory in charge of the model rooms 
and the film laboratory, both of which were closely 
associated with the development of radar equipment. 
in 1945 he was transferred to the marine department 
for work on diesel-electric propulsion schemes and 
on electric-torpedo production for the Admiralty. 
He was appointed manager of the marine department 


in 1947. Mr. Dimmick has taken a keen interest in 
technical training. He is a member of a number of 
technical committees and is a member of the Institution , 
of Electrical Engineers and the North East Coast 
Institution of Engineers and Shipbuilders. Mr. 
Canning (right), who succeeds Mr. Dimmick as head of 
the marine department, joined B.T.H. as a student 
apprentice in 1924, becoming a member of the marine 
department staff in 1928. He was appointed assistant 
manager of the department in 1950 


MARITIME NEWS IN BRIEF 


From Correspondents at Home and Overseas 











ting under General Agency permission to build (wo 29,300-tons tankers in U.S. yards, 


Avreemet Var d more than 35 million tons of while the San Andres Compania Naviero S.A. wants to build 

bulk carge ‘ he establishment of the National one 18,000-tons tanker. 

Author last rch, Most of this cargo consisted Tue 59th annual meeting of the Society of Naval Archi 

tye Economic Cooperation Adm,nis ts & Marine Engineers will be held in New York on 

th 236 carge o Europe and one to Japan in a November 1417. Delegates will hear nine technical papers 

2,326,380 tons. Other outbound cargoes included at the various sessions, which will be concluded by the 
for India and Italy. In all, sailings annual banquet on November 16. Tonics cover a wide range 


oe : 
were with coal, 123 with grain and of subjects, including new designs and propulsion units. 
s consisting of coke, sugar, sulphur 


Shipping 
co shi eC 


ARRANGEMENTS for Tyne shipyard Christmas holidays have 
been altered this vear. In the past, the yards have had 
Tur Norwecian liner Stavangerfiord has just completed Christmas Day as a holiday and have worked on Boxing Day, 
300th tr | ic crossing, reaching Bergen from New but have had January 1 and 2 as holidays, This vear they 
York. Sin ! crossing in 1918, she has svent 14 will take Christmas and Boxing Days as holidavs and also 
} covering 1,900,000 nautical miles. She New Year’s Day, but w.ll work on January 2. This system 

he new lLner Bergens*jord, the order has been in operation in the past at engineering works, 





nnounced soon Me. Cyr THompson, managing director of J. L. Thomp 
Tur North of England Shipowners’ Association will hold son & Sons, shipbuilders, Sunderland, has been appointed 
I ee Newcastle-uvon-Tyne on November 8. chairman in succession to his father, Major Sir R. Norman 
Si- William Souter will preside, and the chief speaker will Thompson, who died recently. Mr. Thompson is the fifth 
Mr. D. F. Anderson, chairman of the executive of the generation of the Thompson family to be chairman of the 
Shipping d on. Ltd., and deputy chairman of th firm, which began shipbuilding over 100 years ago. 
P& O ! > Tue anniversary luncheon of the Institute of Transport 
will take place on Wednesday, November 14, at the Con 
naught Rooms, London, W.C.2. Vice-Admiral the E: 
Mountbatten of Burma will provose the toast of ‘*Transport”’ 
and Lord Brabazon of Tara will respond. 
* * * * 


s been appointed freight and pas 
dian Pacitie Railway's office in 
company in Livervool in 1924, Mr 
t office, except for his war ser 

to Manchester in June this year. His 


“safes IVE AWARDS of scholarshivs and exhibitions have been 
appointment 1 ctive from September 1 last. : ons 
. iis made by the Council of the Institution of Naval Archi 


Two winter cruises are being made by the Union-Castle tects, They include the Vickers-Armstrongs Scholarship 

, ck Castle. lling at Gibraltar, Casablanca, Las in Naval Architecture (1951) to Mr. G. A. Smith, of Aldous 
Palmas and Madeira, Although the normal capacity of th Successors, Ltd., and the continuation for a further year 
hip is 550 passengers, the numbers will be limited to 340 of the Aluminium Development Association Research 
r each cruise Scholarship in the Application of Light Alloys to Shiv Con 
Lours Dreyeus & Co., Lrp., shipping and general mer struction (1949) to Mr. J. B. Caldwell, and the 1851 Exhibi 
tion Commissioners’ Post Graduate Research Scholarship in 


ts nnounce that thei address is nov Plantation House, ° ut 
i alg te I a ss sinks since Naval Architecture (1949) to Mr. I, M. Yuille. 


Siam dont han Occurred: ak Mr. Wi: Hadoniciels. eaves Hecror Wuatinc, Lrp., has stated that their subsidiary 
a itis, GE Mamdaniciel. Bld. akan brokers: aid’ @ mealies company, United Whalers, Ltd., has sold forward to the 
‘n> Walnie Mechanar shave 1008 Ministry of Food the entire 1951-52 outout of whale oil of 

ft . = ™ the Balaena expedition at a price of £110 per ton. 


Tue curRENcY of the Colony of Aden is in process of being 
converted from Indian rupees to East African shillings. The 
withdrawal of the rupee currency is to be completed by the 
end of this month. 


PPLICATIONS tor the construction in | oe shipyards of 

seven more tankers for overseas owners have been 

placed before the U.S. Maritime Administration during 

ist few weeks. In no case would the keels be laid before 

18 months from the time the avplications are A sum of £50 has been received by King George’s Fund 

: ew of the existing shipbuilding programmes. for Sailors from Royal Mail Lines, Ltd., from collections 

requests include one from Rio Venturado Compania now being made on board the company’s ships on behalf 

Naviero S.A. for two tankers of 29.300 tons each to be built of seamen’s charities. 

the Quinev, Massachusetts, shipyards of the Bethlehem STEEL production in September was at an annual rate of 

eel Co. The Santander Compania Naviero S.A, and the 15,749,000 tons, compared with 138,855,000 tons in August 
San Clemente Compania Naviero S.A. have each asked for and 16,964,000 tons in September 1950. 
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S.L.M. (Patented) 


OIL-OPERATED 
REVERSE- REDUCTION | 


OIL- OPERATED ~ 
REVERSING 
MARINE GEARS 


for the Main Propulsion 
of all types of Ships 


MODERN WHEEL DRIVE LTD. 


Associated with 


OIL-OPERATED GEARS AND TRANSMISSIONS LTD. 


Technical Offices: Lindo Lodge, Chesham, Bucks. Works: Slough, Bucks. Telephone: Chesham 406 8 Telegrams: ‘‘Oiloprated"’ 














Telegrams Antwerp : DEKEYSER Telephone: Antwerp 33.78.10 


AGENCE MARITIME DE KEYSER THORNTON S.A. 


ESTABLISHED OVER 100 YEARS 
Shipbrokers, Steamship ond Regular Liner Agents 


ANTWERP 
14, Longue rue de |’ Hépital 


ASSOCIATED COMPANIES : 
—. THORNTON & SON, LTD DE KEYSER EXPEDITIONS S.A A. M. DE KEYSER THORNTON S.A. VOYAG a DE KEYSER THORNTON S.A 
P (Forwa-ding) ’ assenger & Travel) 
28, Baldwin Street, . rue de I’ Hépital 11, Place d’Armes, Shell Building 53, Cantersteen 
BRISTOL ANTWERP GHENT BR USSEL ts 














(Vobsters COMPOSITIONS 


AND 


ANTI-FOULING COPPER PAINTS 


Grades for every need 


STOCKS = available at PRINCIPAL U.K. PORTS 


Sole Manufacturers 


WEBSTERS LIMITED HULL 


Telephones : 33868 (2 lines) ON ADMIRALTY LIST Tel. Add . ' ENAMEL HUL 

















Th Sh pho 





Ps ) Je " 
World-Wide Services 
Linking 
U.K. CANADA U.S.A, 
with 

SOUTH & EAST AFRICA 
PORTUGAL, MEDITERRANEAN, 
EGYPT, LEVANT & BLACK SEA, 

RED SEA & PERSIAN GULF 
INDIA & PAKISTAN. 
CEYLON & BURMA 
MALAYA, PHILIPPINES, CHINA & JAPAN 
AUSTRALIA & NEW ZEALAND 


Hall Line, Ellerman d Bucknall Line, 
City Line, Ellerman Line 
Papavanil Line, 

Westcott & 

Laurance Line, 

Head Offic 

1047, LEADENHALL STREET 

LO NDON, E.c i 

LIVERPOOL— el Buildings 


Water Street \ li 
GLASGOW—75, Bothwell St., C.2 WY) UI 


World-Wide Services 
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SCINDIA STEAM 
NAVIGATION Co. Ltp 


Regular Freight & Passenger Service 
berween U.K. and Continent and 


INDIA & PAKISTAN 
Freight Services between 
INDIA & PAKISTAN and U.S.A. 


General Agents for U.K. & Continent : 
SCINDIA STEAMSHIPS (London) LTD., 
54, Billiter Bldgs., 49, Leadenhall St., London, E.C.3 














UNITED STATES LINES 


Regular Freq 


NEW YORK 


BOSTON, PHILADELPHIA, BALTIMORE & HAMPTON ROADS 
FROM 


LONDON, SOUTHAMPTON, LIVERPOOL, 
GLASGOW and BELFAST 


LONDON 38, Leadenhall St., E.C.3 (Royal ¢ 
IVERPOOL: Wellington Buildings, 7, The Strand 


19 
GLASGOW 179, West George St., C.2 
BELFAST 67 69 HIGH STREET (8 

















BLUE STAR LINE 
EXPRESS LINER SERVICES 
WEST INDIES & SPANISH MAIN 
SOUTH AFRICA, AUSTRALIA, 
BRAZIL & ARGENTINA 


or SAILINGS, Freight. Insurance ani Passages, apply 
BLUE STAR LINE. LTD., 31-33, LIME ST., E.C.3 
Manchester, Birmingham, 
rt & Holt Line Led. Glasgow S. Nowery & Co 


No. 3, Lower Regent Street, London, S.W.!. 








YARROW 
BOILERS 


Have been selected for installation in the 
CUNARD WHITE STAR VESSELS 
MEDIA - MAURETANIA 
QUEEN MARY - QUEEN ELIZABETH 


CARONIA 











es ee TOWING-CO-LTD. 


-TELEPHONES- 
“HLL - : Sarit < aan 
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| ORIENT LIN Ez to AUSTRALIA 


FOR PARTICULARS 14 COCKSPUR ST., LONDON, S.W.! Tel. TRA Fiat 
odin 7 BISHOPSGATE, LONDON, E.C.2 Tel MAN 3456 

ORIENT LIME 
9 KINGSWAY, W.C.2 Tel TEM 1258 er Agents 





PsO and B. I. 


From United Kingdom and Continental ports 
to EGYPT, ADEN, RED SEA PORTS, INDIA, 
PAKISTAN, CEYLON, E. & S. AFR'CA, 
MALAYA, CHINA, JAPAN, AUSTRALIA, etc. 


For details of services, fares, etc., apply — 
D., 122, Leadenhall Se., E.C.3 @ 14, Cockspur St. S. W. 1 
oe 9, Kingsway, W.C.2e¢ 


Gray Dawes & Co.), 122, Leadenhall St., E. C.3 








to SOUTH AMERICA 


BRAZIL - URUGUAY 
ARGENTINA 
WEST INDIES 
SPANISH MAIN 
CENTRAL AMERICA 
ee / NORTH PACIFIC COAST 


ROYAL MAIL LINES, LTD. 
London : Royal Mai! House, Leadenhall Street, E.C.3 America House, Cockspur 
Street, $.W.1 
Liverpool : The P.S.N. Co., Pacific Building, James Street, (2) 


P.S.N.C. 
| 











LIVERPOOL, BERMUDA, BAHAMAS, CUBA, 

JAMAICA, PANAMA CANAL, WEST 
SOUTH AMERICA 

Also via Bahia Blanca & Punta Arenas 


= PACIFIC ing a co. 
Pacific Buil g, Jar ne ve I, 2 
»ndon Agents sit Mail Lines ae adenhai!l St 


COAST OF 





Freight: McGregor, Gow & Holland, Ltd 
16, St. Helen's Place, London E.C.3 








\ 15 


to SOUTH & 
EAST AFRICA 


* WEEKLY MAIL SERVICE from 
| SOUTHAMPTONalso Intermediate & 
h East African Sailings from LONDON 





Offic 


3 FENCHURCH STREET, LONDON, E.C.3 
Telephone : MANsion House 2550 (Passenger Dept. MAN 9104) 


West End Passenger Agenc 
125 FALL MALL, S.W.1) WHirehall 19/1 








CARGO FROM 
Hamburg, Bremen, London & East Coast U.K. Ports 


U.S.A. GULF PORTS 


BROWN, JENKINSON & CO., LTD., 113 Fenchurch Street, E.C.3. 
WESTBOUND LOADING BROKERS 


Galveston, Houston, New Orleans & Mobile 
to East Coast U.K. & North Continent 


by ROPNER LINE 


SIR. ROPNER & CO (MANAGEMENT) sift. ROPNER & CO. (LONDON) LTD 


Conisclife Road, Darlington 22 St. Mary Axe, London E.C3 
Telephone 2811 or Telephone: AVE 2153 


STRACHAN SH!PPING CO.—New Orleans and al! U.S. Gulf Ports. 











FREIGHT AND PASSENGERS 


Regular Sailings 
LONDON, LIVERPOOL, NEW YORK & CANADA 


to 


AUSTRALIA & NEW ZEALAND 


PORT LINE LTD. 
CUNARD HOUSE, 88, Leadenhall Street, London, E.C.3 


Phone : Avenue 1270 Telegrams Portships Fen, London 

















BIBBY LINE 


UNITED KINGDOM, CONTINENT, 
MARSEILLES, EGYPT, SUDAN, CEYLON 
AND BURMA 


Ail enquiries ¢ 


BIBBY BROTHERS & CO., Martins Bank Building, Water 





Street, LIVERPOOL, 2. 
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THE BANK LINE 


OPERATING THE FOLLOWING SERVICES 


AMERICAN AND INDIAN LINE—Calcutta, Chittagong, Rangoon and 
Colombo to Halifax Boston, New York, Philadelphia Baltimore 
and Norfolk (Va.) 

AMERICAN AND INDIAN BRANCH LINE SERVICE—Rangoon, 
Chittagong, Madras, Madras Coast, Colombo and Malabar Coast, 
filling up if necessary at Aden and Port Sudan) to Halifax, Boston 
New York, Philadelphia, Baltimore and Norfolk (Va.) 

BOMBAY AMERICAN LINE—Bombay to New York and Philadelphia 

AMERICAN AND ORIENTAL LINE—USS. Atlantic and Pacific Coast 
sorts to Philippines, Hong Kong, Shanghai, Japan, Indonesia and 
Ma aya, returning to Canada and U.S.A. via Suez Canal 

TTA to RIVER PLATE PORTS—Chittagong Calcutta and 
ndian Ports Colombo and Malabar Coast to Brazil 
. eo, Buenos Aires, Rosario and Bahia Blanca 
AN CHILEAN LINE—Calcu Chittagong, Rangoon, Singapore 
and indonesia to West Cc of South American ports 
Calling at Colombo and Cox n opportunity offers 

NDIAN AFRICAN LINE \ Carr passengers and cargo from 

NDIA-NATAL LINE Rangoon, Chittagong, Calcutta, other 
ndian ports and Colombo to East and South African ports and 

e versa (Vessels of the India-Natal Line also call at 
Madagasc ar when opportunity offers 

DRIENTAL AFRICAN LINE—Carrying passengers and cargo from 
Japan, Shanghai, Hong Kong, Philippines, Borneo, Saigon, Bangkok 
and Malaya to Mauritius Reunion East and South African ports 
and vice versa 

JS. GULF to AUSTRALASIA—Regular sailings from all U.S. Gulf ports 
to all ports in Australia and New, Zealand. Calling at Trinidad en 
route when sufficient inducement offers 

J.S. GULF to SOUTH AFRICA—U.S. Gulf port > South and East 
African ports 

PERSIAN GULF—General Merchants : y 4 Ship Agents 


»r Freight and Particulars apply tc 


ANDREW WEIR 


SHIPPING & TRADING CO., LTD. 
19-21, BURY STREET, LONDON E.C.3. 





ANGLO BALTIC LINES 


U.K. PORTS 
to 
GDYNIA/GDANSK & FINNISH PORTS 


also 


KLAIPEDA (Memel) LIEPAJA (Liban) 
RIGA and TALLINN 


when conditions permit, and sufficient inducement offers 


rther particulars apply to— 


UNITED BALTIC CORPORATION, LIMITED, 
158, Fenchurch Street London, E.C.3 
Telegram Orienteako,"’ Londor 
ne >.: Mansion House 3311 (8 lines 








MAC ANDREW LINE 


SPAIN AND MOROCCO 
*s from LONDON, L 


Express Service by fast Motorships from 
LONDON and LIVERPOOL to BARCELONA 


HALL’S LINE To LISBON and GIBRALTAR 


Express Service by fast Motorships from LONDON to GIBRALTAR 
GLYNN LINE To WEST ITALY and SICILY 


For Freight and Passage apply to— 


MACANDREWS & CO., LTD., 
Plantation House, Mincing Lane, London, E.C.3. 
Telephone : MANSION HOUSE [543 
Cunard Building, Water St., Liverpool, 3 Tel © CENTRAL 3922 
BRANCH HOUSES at *® Barcelona *® Madrid * Tarragona 
*Castellor * Burriana, ® Valencia ® Gandia, * Denia 
*Carthagena * Almeria, * Malaga *Seville and Bilbao 


Branches with ® act as Lioyd’s Agents 


Agencies in all other principal ports 











OcTOBER 24, 





BRITISH & CONTINENTAL 
STEAMSHIP CO., LTD. 


AMSTERDAM . ROTTERDAM . DUNKIRK . ANTWERP . GHENT 
& TERNEUZEN from and to LIVERPOOL & MANCHESTER 
ANT WERP & GHENT from and to GLASGOW 
GHENT from and to BELFAST 


AGENTS 

LIVERPOOL and MANCHESTER 
For Retterdam, Amsterdam and Dunkirk Steamers : Wilson Son & Co. 
For Antwerp, Ghent and —— Steamers : J. T. Fletcher & Co 
GARSTON: Ed. W. Turner & . 
BARROW: James Fisher & Sons, Ltd. 
GLASGOW: Clyde Shipping Co., Ltd. 
BELFAST: G. Heyn & Sons Ltd. : James Little & Co., (Beltest) Ltd 
ANTWERP, GHENT, TERNEUZEN: John P. Best & Co., S.A. 
ROTTERDAM: P. A. Van Es & Co.; Phs. Van Ommeren (Rotterdam) N.V. 
AMSTERDAM: Van Es & Van Ommeren 
DUN 4 3 A. De Baecker. 

, Baltic House, 27 Leadenhai! 


reet, EK 
PARIS: Pha. Van Ommeren (France) 8.A., 11, Rue Tronchet, 8e 








BROCKLEBANK & WELL LINES 


GLASGOW and LIVERPOOL to CALCUTTA 


For Rates of Freight and further particulars, apply to Alex. Howden and Co 
Ltd. 107/112, Leadenhall Street, London, E.C.3; P. Henderson & Co., 95, 
Bothwell Street, Glasgow; The Cunard Steam-Ship Co. Ltd., Bradford, 
Birmingham; Bigland, Hogg & Co. Led., Zetland Bidgs., Middlesbrough; 
THOS. & JNO. BROCKLEBANK, Ltd., Cunard Building, Liverpool 
And Manchester Dundee and Sheffield 


MIDDLESBROUGH and LONDON to COLOMBO MADRAS and 
CALCUTTA 


For Rates of Freight and further particulars, app'y to Gosman & Smith, Ltd., 


96.98, Leadenhall Street, E.C.; Bigland Hogg & Co.. Ltd., Middlesbrough ; 
of the Owners THOS. & JNO BROCKLEBANK LTD. LIVERPOOL. 


lapaleh Sobriat 
BETWEEN ALL MAIN 
> PORTS IN THE UNITED 





COAST LINES 


7 
ROYAL LIVER BUILDING 


LIVERPOOL 
\ 


S. CHW C1 








HOULDER BROTHERS & CO. LTD. 


Shipowners, Insurance oe yey Hy 
General Forwar nts (Sea and Air 


REGULAR “FAST SERVICES to 
RIVER PLATE 
From Liverpool, London, Bristol Channel & Antwerp 


and to SOUTH AFRICA 


FREIGHT ENGAGEMENTS made and — insured and forwarded 
and A 


TO ALL PARTS OF THE WORLD 


Head Office: 53, LEADENHALL STREET, LONDON, E.C.3 


Branch Offices at Liverpool, Glasgow, Newport (Mon.), Bristol, Swansea, 
Manchester, Hull, Southampton, Birmingham, Sheffield, Bradford, 
Hanley, Dundee, Cape Town and Sydney (N.S.W.). 

Kepresentatives in Argentina and Uruguay : Soc. Anon Houlder Brothers 
& Co. (Argentina), Ltd., Buenos ‘Aires, Rosario, La Plata and 
Montevideo. 

Brazil: Houlder Brothers & Co., Brazil, Ltd., Rio de Janeiro and Santos, 
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WILSON LINE, fi UL Grama’ WILSONS, HULL” 


‘Phone No. 16180 (20 Lines) 


REGULAR SERVICES 


From Huli, London, Liverpool Manchester, Middlesbro’, Newcastle, 
Aberdeen, Swansea, Newport, Antwerp. Dunkirk. etc.; to and from 
Norway, Sweden, Denmark, Poland, Baltic States, Portugal, Mediterranean 
Adriatic & Levant Ports, Egypt. India, Pakistan, Canada & United States. 


PASSENGERS Passenger Services to Norway, Sweden, Denmark, 


Poland. lraly, United States and Canada. etc. 
MARINE INSURANCE Insurances arranged on Cargo by 
our own and other steamers to and 
from all ports at current rates of premium 
Lighter Owners Forwarding Agenis, Warehouse Keepers and Sworn 
Weighers Bunkers supplied 








For Kates of Freight. Fares, Insurance, Forwarding. etc., apply to— 
ELLERMAN’S WILSON LINE, Led., HULL 

or Branch Otlices at Leeds. Shettield, Manchester, tirmingham, Bradford 

and Grimsby ; or London Agenta—THE UNITED siLPPING CO 

Ltd., 108, Fenchurch St., lon ton E.0.3., London Krokers for Indian and 


Pakistan Trade—GELLATLY, HANKEY & ©O., Ltd., Dixon House, 


1, Llovds’ Avenne, London, E.C.3., or 62, Pall Mall, 8.W.1 
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GELLATLY, HANKEY &CO.LTD. 


REGULAR SERVICES FROM 
United Kingdom to Egypt, Red Sea, India, 
Ceylon, Africa, Straits Settlements and 
Far East 


For Freight, Passage, Forwarding and Insurance, apply to 
GELLATLY, HANKEY & CO., LTD., 

Dixon House, |, Lloyd’s Avenue, LONDON, E.C.3 
or 23, Pall Mall, S.W.1, Manchester, Liverpool, Glasgow 

















New Zealand Line 


® Passenger and Cargo 
Services via Panama 


Particulars from J. B. WESTRAY & CO. LTD 
138 LEADENHALL ST., E.C.3 + Tel. (AVEnue 5220) 


THE NEW ZEALAND SHIPPING Co. Ltd. 








PALM LINE 


cimivrend 


juent and reliable service 


CARGO LINERS LINKING 
WEST AFRICA & EUROPE 


NILEVER HOUSE, BLACKFRIARS, LONDO 
AFRICA HOUSE. MERSEY LIVERE 








FURNESS LINES 


FURNESS LINE 
London to Philadelphia and New York. 


FURNESS WEST INDIES LINE 
New York to U.S. Virgin Islands, British & French 
West Indies, Venezuela and Trinidad. 


Newfoundland and Canada to U.S. Virgin Islands, 
British & French West Indies, Venezuela & Trinidad. 


FURNESS RED CROSS LINE 


New York to Saint John, N.B./ Halifax, 
N.S.) St. John’s and Corner Brook, N.F. 


FURNESS-WARREN LINE 
Liverpoo! to St. John’s, Newfoundland, Halifax, 
N.S., and Boston. 


FURNESS PACIFIC SERVICE 
Manchester to Los Angeles, San Francisco, Victoria 
and Vancouver, B.C., via Panama Canal. 
Loading Brokers :—Manchester Liners Ltd. Manchester 2. 


FURNESS BERMUDA LINE 


New York to Bermuda. 


JOHNSTON WARREN LINE 
Antwerp, Hamburg and Liverpool to Piraeus, Volo, 
Thessaloniki, Izmir. Haydar Pasha. Istanbul, Black 

Sea, Roumanian and Danubian Ports 


For further information apply :— 
FURNESS WITHY & CO., LTD., 


Furness House, Leadenhall Street London, E C.3. 
Also at LIVERPOOL, GLASGOW, LEITH, 
MIDDLESBRO’ AND NEWCASTLE 


PRINCE LINE 
CANADA & US.A.— BRAZIL — RIVER PLATE — BRAZIL 
TRINIDAD — U.S.A & CANADA 
U.S A. — SOUTH & EAST AFRICA — U.S.A 
U.S.A. — FAR EAST — E. CANADA — US.A 
U.K. — MEDITERRANEAN — U.K 
ARGENTINA & URUGUAY — UK 


EMe 
ye 
ie) J) dn 
ry ~ 
Vero” 
SAT- NOV 10 


For further information apply 
PRINCE LINE LTD. :: 56, Leadenhall St., E.C.3 
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EAGLE AVIATION LTD. 


draws the attention 
of shipowners 
to their fleet of four Avro York aircraft. 
These aircraft are ideal for crew movements 
also for the transport of ships’ spares. 
Maximum economy - Maximum speed. 





Head Office 
29 CLARGES STREET, LONDON, W.1. 
GROsvenor 6411 Cable: Speedlode Audley, London, 


ONE OF THE WORLD'S GREAT SHIPYARDS 


PLANTS AT HALIFAX AND DARTMOUTH, CANADA 

















WILLIAM MORIER & Co. Ltp. 
COPLAND ROAD, GLASGOW. SW. 











PAINTING BRUSHES and 


GENERAL BRUSHWARE 
Specialising in Shipbuilders’ Requirements 





Cargo Ships’ 


Blocks (tf he Gear 


HIGGINSON & CO. 


Telegrams 


Phone 7, Hurst Street, LIVERPOOL, | © j!ydraul” 


Royal 6969 ® Liverpool 

















Die “DUNSTOS” SHIPS FITTINGS 


are just what you need for your ships. 





oe wes posto & RUDDER — 
TEN : CA BLO 
e latest in Blocks) 
IMPROVED WARPING GUIDES, 
with Cast Steel Base) 
PATENT HATCH LOCKING BARS 
to comply with new Load Line Rules of January Ist, 1947. 
(Thousands Fitted) 
LIFEBOAT BLOCKS (various types) 
SPRING BUFFERS for Steering Gear (various types) 


Ask for illustrations, from the Makers : 
TAYLOR, PALLISTER & CO. LTD 
Engineers & Ship Repairers, 


DUNSTON, GATESHEAD, II. 
TEL. ADD. ** REPAIRS "* GATESHEAD 




















ADMIRALTY CHARTS 


The LATEST EDITIONS of Charts, 
Plans and Sailing Directions 
published by the Hydrographic 
Dept., can be obtained from 

J D POTTER Admiralty Agent for Charts, 

Us, » Publisher of Nautical Books, 

and Bookseller. 
145, MINORIES, LONDON, E.C.3. (Tel. : Royal 1369) 


Large Stocks of Nautical and Technical Books of all 
descriptions. 








INDEX TO ADVERTISERS IN THIS ISSUE 


>>s 
try 


Higginson & Co 
Houlder Brothers 


OAD AUD 


Incernational Paints, Ltd 


>> 
-ANSDS 


Kango Electric Ha 


>> 
“ > 


MacAndrews & Co 


Wi Y i Front Cover MacGregor & Co (Nav val Architects), Ltd 
r Radar Ltd 5 Mersey Docks & Harbour 
Metropolitan-Vickers 


dern Wheel Dr 
De maiees Thorntor A Moderr eel Dr 


and Water ways Execut 


New Zealand Shipp 


Orient Line 


Furness Withy & Cc 


Gellatly, Hankey & Co 
Gordon, James, & Cc 


Halifax Shipyards, Led 


v Morier, Wm., & Co 
» & Ranker 4 : Look: Cow Mountstuart Dry Doc 


Page 
Al7 Pacific Steam » Nav gation Co 
Palm Line, L 
P. & O. and Bi Companies 
Port Line, Ltd 
Potter, ).D 
Prince Line, Ltd 


Regent Oil Co., Ltd 
Ropner, Sir R., & Co. (Management), Ltd 
Royal Mail Lines, Led 


Scindia Steam Navigation Co., Ltd 
Shell Petroleum Co., Ltd 
Stanhope Steamship Co., Ltd 


Taylor Pallister & Co., Led 
Tyne Plywood Works, Ltd 


Union-Castle Mail Steamship Co., Ltd 
Ltd United Baltic Corporation, Ltd 

United States Lines 

United Towing Co., Led 


Wear Winch Foundry Co., Ltd 
Websters, Ltd 
Weir, Andrew, Shipping & Trading Co., Ltd 


Yarrow & Co., Ltd 
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SILVER 
doraeigienenien 


shipyards and dry 


docks on new or chipped plates 


BROWN 
PRIMOCON en 





below the waterline. It is 
quick drying, tough and 
entre nely resistant to corrosion, 
It Is specially nN ade to be com- 
patible with ‘“ International ” 
Antifouling Composition which 
s applied lirect 


“INTERNATIONAL” — THE GREATEST NAME IN MARINE PAINTS 


Gotenattonal Stints Sil 


GROSVENOR GARDENS HOUSE — “eeistered > 4 Trade Mark LONDON : S.W.1. Tel : ViCtoria 3161 
(10 lines) 


Also at Cardiff, Glasgow, Liverpool, Newcastle, Southampton, West Hartlepo!, Hul/ and in all the worid's principal ports 


STEINKOAE 
LUINLS 








Follow the Peet and fet 


cee eee 


a DAVIT WINCH 








-and leading shipbuilders 
the WEAR patent lifeboat 
DAVIT WINCH lowers 

lifeboats rapidly and 
maintains absolute control 
by automatic braking. 


Gol Soomsh yp Compa lice 


Large Fleet of modern Cargo 





Vessels and Tankers, rang- 
ing from 3,200 tons to 16,600 
tons deadweight. 


MANAGERS: J. A. BILLMEIR & CO. LTD. 
9 ST. HELEN’S PLACE, LONDON, E.C.3 


Telephone : London V/all 7721 Telegrams : Billmeir, London 
Branches Cardiff Hull, Newcastle-upon-Tyne and Glasgow 





Castings in cast-iron 
HASE and semi-stee! 
NCH up to 25 tons 


TR TE CORED 


COMMERCIAL -ROAD, SUNDERLAND 
Telephone: 4063-4 Telegrams: Wearwinco, Sunderland 
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STEEL STOCKHOLDERS 


Suppliers of 
PLATES BULB ANGLES ZED BARS 
FUNNEL RINGS CONVEX BARS 
ROUNDS FLATS CHANNELS 
JOISTS WIRE ROPES 
SHIPS ODDWORK 








DUNLO 


AND 


RANKEN 


LTO 


| LEEDS 


Telephone Dania AA se 
27301 (20 LINES) —— SECTIONS LEEDS — cs IDR fs 





Telegrams 


Ea 
a a 























